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A Promising City Car 


6G BP OE,” said the General Manager, while taking lunch with 
the Superintendent, “jump a train and go to New York 


and get all the information you can on the new light- — 


weight, single truck cars, the Third Avenue Road has 
developed. From what I hear they have a very light, well- 
built single truck car, with two Westinghouse 24-inch wheel 
baby motors, that rides as well as a double truck car. Just 
think of the great economy that would mean in our city serv- 
ice. They also tell me they are using their old K controllers 
operated by the new Westinghouse PK head, and that it’s 
working very satisfactorily. 


“Vou had better stop off at East Pittsburgh on your way 
back and visit the Westinghouse Works. They are always glad 
to see railway men, and you will get a lot of good ideas.” 


“T will start tonight,” answered Joe, “you know the IIli- 


cot 
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a nois Traction people have a lot of cars of that type with West- 

3 inghouse baby motors and HL Control and from what I hear 

B they are working fine, too.” 
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HARD TIMES Expenditures are being scrutin- leaves; auxiliary connections associated with measure- 
AND THE ized this year with unusual care. ment and < ircui i i 

ee Win y nd automatic control of circuits are omitted with- 


The expense of sending delegates 
to Atlantic City will necessarily come up for review, and 
there may be a tendency to cut down at this point. It 
is to be hoped that this tendency will be resisted, for 
the industry needs the convention more this year than 
ever. The necessity for care in expenditure will have 
the advantage of enforcing the choice of the _ best- 
equipped men as delegates. It must be remembered 
that the convention is still the most vital thing in the 
Association. Once it was the whole thing, but now. we 
have the elaborate machinery of the secretary’s office, 
the effective midwinter meeting and the continuous 
grind of committee activity. The success of the asso- 
ciation, however, is still bound up in that of the con- 
vention, and its increasing size demonstrates that this 
fact is appreciated. The exhibits this year will be at 
least as extensive as ever, an excellent program has 
been prepared, and there is every reason to expect a 
more than usually fine convention. 


SINGLE-LINE 
WIRING 
DIAGRAMS 


At the risk of repetition, we de- 
sire to emphasize the great value 
of single-line wiring diagrams in 
studying the operating features of generating plants, 
transmission and distribution systems. Continued ob- 
servation of the usefulness of such sketches, whether 
made by free-hand or instrumental methods, justifies 
the opinion that the electric service or railway company 
which does not employ these simple aids to convenient 
operation when using alternating current is suffering 
from a severe case of executive mental friction in the 
technical department. One is almost inclined to assert 
that without such diagrams it is scarcely feasible to 
operate a high-tension system with due regard to 
safety and reliability of service; but the value of the 
single-line wiring layout applies to the distribution sys- 
tem as well. It would be hard to find any branch of 
engineering in which symbols of standard types of ap- 
paratus save more time than in applied electricity, and 
there is no easier way of taking into one’s mind the 
essentials of the electrical arrangements in a modern 
plant, transmission system or substation than through 
the combination of such symbols with single-line con- 
nections. Such drawings are, of course, merely skele- 
tons of plant arrangement, but they can be prepared 
in a few moments even for a fairly complex installation, 
including every essential switch, busbar, transformer 
coil and feeder type. The space occupied by such a sketch 
is trifling and admirably adapted to ecards and loose 


out the slightest sacrifice of convenience. The bird’s- 
eye comprehension of the system thus afforded is of the 
utmost value. 


STEEL It is interesting to note from the 
SHEATHING FOR communication by F. R. Phillips, 
CAR SIDING 


published elsewhere in this issue, 
that the standard thickness of side sheathing used’ on 
the Pittsburgh steel cars has been reduced recently to 
that of No. 14 gage sheet metal. This is halfwaybe- 
tween the more commonly used thickness of 3/32 in. 
and the minimum, which, so far as we know, is 1/16 
in. It is also interesting to note that this thickness of 
sheet with a flat bar for a belt rail and an angle for a 
side sill was found by Mr. Phillips to be more than suffi- 
cient to carry the load imposed by the weight of the car. 
This evidence in support of the use of the car siding to 
carry weight in place of the cumbrous center and side 
sills required in the underframe type of design is cumu- 
lative in character, but it is none the less valuable in 
pointing out the reason why the steel or semi-steel car 
is infinitely preferable with: regard to weight and 
strength to one that is built of wood. The latter may, 
of course, be built in accordance with the principles of 
the side-girder design, such a construction having been 
reported as used many years ago on some cars for the 
old Atlantic Coast Electric Railway. However, the 
complication of the construction in wood was enormous 
in comparison to that required now that steel is avail- 
able, and it is not surprising that the basis of the argu- 
ments on steel versus wood has centered on the relative 
merits of the side-girder truss construction as opposed 
to the underframe. It is this fact largely which makes 
the outlook so hopeless for the wooden car. 


TRAIN In a communication printed in a 
RESISTANCE recent issue of the ELECTRIC RAIL- 
FORMULAS 


WAY JOURNAL D. D. Ewing stated 
that he. feared “that we shall have as much trouble in 
learning how to measure train resistance by direct 
measurement as we have had in deriving the ‘general- 
ized’ formula for train resistance which C. O. Mailloux 
so ‘devoutly’ wishes for.” Professor Ewing exhibited 
some curves showing that tests made on different cars 
within the past year yield data so different that they 
are applicable to other cases only under the conditions 
of the tests from which they were derived. In spite 
of the large expenditures made to secure facts of gen- 
eral application we seem to be little farther along in 


466 
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this direction than we were ten years ago. The data 
accumulated by temporary scientific organizations such 
as the Studiengesellschaft fir Schnellbahnen and the 
St. Louis Electric Railway Test Commission seem 
not to have been utilized as they might. The for- 
mer made many measurements of the resistance to the 
motion of models of car fronts through the air at all 
speeds besides investigating conditions of pressure, 
power consumption, etc., in large, specially built cars 
driven up to enormous speeds. The latter hung actual 
car vestibules on frictionless supports and drove them 
at various speeds, measuring the air pressure by means 
of dynamometers. Many other less extensive tests 
have been made and reported from time to time. Most 
of these experiments dealt with air resistance because 
this was considered most to need investigation. But 
the friction of journals, flanges, etc., has been under 
investigation also and much information along this line 
is available in other fields. With all of it at hand it 
would seem that a rational formula should be in sight. 
There has been a lull in activity in this subject for a 
few years. Possibly it is time to take it up again with 
renewed interest. 


BROKEN BOLTS IN BUILT-UP CROSSINGS 

Engineers for both electric and steam roads are con- 
stantly confronted with the problem of the best method 
of reducing the number of broken bolts in built-up 
railroad crossings. The usual plan is to reduce the 
vibration from traffic to a minimum by the installation 
of especially heavy timber sleepers to support the cross- 
ing on a ballast foundation, which usually is of extra 
depth. Many engineers have also increased the size of 
the bolts as a means of reducing this incessant break- 
age. Unquestionably the treated bolts which have re- 
cently come into general use have materially reduced 
the problem of broken bolts at crossings, but even with 
untreated bolts a number of steps may be taken to re- 
duce materially the percentage of breakage. 

Undoubtedly the broken bolt is the result of an un- 
equal distribution of the load over all the bolts in a 
crossing. It is a well-known fact that ordinary track 
bolts stretch, and as soon as this has occurred the load 
is shifted from the loose bolt to a tight one which can- 
not carry a double load and breaks in a short time. If 
all the bolts are kept uniformly tight in a crossing, 
breakage will be reduced to a minimum. This means 
constant attention, and in any crossing all nuts should 
be provided with locking devices which will resist vi- 
bration. 

If locking devices are used one cause of bolt breakage 
will be removed, and if followed by systematic and fre- 
quent tightening of the nuts, the second cause for 
trouble will disappear. Even with the treated bolt in a 
built-up crossing a lock device of some character should 
be employed so as to insure maximum life from the rails 
which form the composite crossing structure. All 
rails, namely, the running, easer and guard rails, must 
assume their portion of the load if maximum life in 
service is to be attained. 
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STANDARDIZATION IN CAR DESIGN 

In any branch of any industry the possibilities of 
standardization are limited only by the industry’s needs. 
The opportunities for economy, not only in first cost 
but in repairs as well, which are made available by 
standard design are of literally enormous scope. Ford, 
turning out complete automobiles at a manufacturing 
cost of some $200 each and providing repair parts in 
every hamlet throughout the country, is a living exam- 
ple of what strict standardization can accomplish. Al- 
though this case is an extreme one, it is only so because 
the needs of the automobile industry make it peculiarly 
susceptible to the advantages of the single design. 

That the same conditions do not exist in the street 
railway industry may be accounted for largely by the 
less need for it in the past. A single design of car in 
universal use would, no doubt, have effected consider- 
able savings during the last few years, although bal- 
anced against this would have been the loss of the ex- 
perience gained by innumerable experiments together 
with the limitations, often exaggerated perhaps, that 
are imposed by the different physical conditions exist- 
ing in different cities. However, the main reason for 
the present complete absence of standards in car design 
must be ascribed mainly to the fact’ that the need for 
them has by no-means been a crying one. Electric 
railway cars, until a very short time ago, were uni- 
versally built of wood, and on account of the ease and 
flexibility with which this material can be worked a 
change in design has meant but very little added. ex- 
pense. 

With wooden cars it has been almost literally true 
that when an order for a car was received the builder 
sent out to the lumber storage and had it whittled out 
without waiting for detailed drawings. Under such 
circumstances it is hardly extraordinary that no exact 
standards have been developed. However, these condi- 
tions are now beginning to change. The all-steel car 
has made its appearance in both city and interurban 
service, and it is unquestionably going to stay. Indeed 
the steadily diminishing supply of wood makes the uni- 
versal use of steel only a question of time, even neglect- 
ing its present inherent advantages. 

This new factor in car construction cannot fail to 
change the viewpoint of the industry in regard to stand- 
ard car design. The steel car cannot be whittled out 
like a wooden one. Dies, jigs and templets are required 
everywhere in its construction, and even the raw ma- 
terial from the steel mill is too costly to be maintained 
in large stocks by the builders. Standardization in car 
design has, therefore, suddenly become a need of the 
electric railway industry. That this need will grow with 
time cannot be doubted, and the premium placed upon 
uniformity in design will soon be too great to be neg- 
lected. 

How far standardization can be carried in the near 
future is, of course, a moot question. The adoption 
of uniform dimensions for width and length is, per- 
haps, an impossibility, but there are numerous other 


features in design which need little more than official — 


action for their standardization. This has been shown 
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by the replies of a number of railways to letters sent by 
the ELECTRIC RAILWAY JOURNAL in regard to their prac- 
tice in establishing certain dimensions, the information 


thus far received showing that some approximate stand- 


ards actually exist to-day, although these have been 
adopted unconsciously and in accordance with the dic- 
tates of experience rather than through a desire for 
uniformity in design. : 
Certain roads have, of course, established standards 
of their own, and to the extent of reducing repair costs, 
these are of undoubted value. What is needed, how- 


’ ever, is the standard of general application, and it is 


probable that the individual or local standards will prove 
rather a hindrance than a help. Be that as it may, if 
full benefits are to be obtained from the use of the steel 
car, many universal standards must eventually be fixed. 
This issue cannot be avoided, and it might better be 
faced now than several years hence, when the steel car 
has passed its infancy and is, in consequence, much less 
subject to modification than it is at present. 


MAKING THE MOST OF THE CONVENTION 


Advance copies of the A. E. R. A. committee reports 
will be sent out to members in a few days with a 
view to stimulating intelligent interest in the discus- 
We take pleasure in responding to Secretary 
Burritt’s suggestion that we urge advance study of 
these preprints, especially by those who expect to at- 
tend the convention. The expense to the association in 
publishing these reports is very great, and strenuous 
work on the part of committees has been necessary to 
complete them early. It is therefore highly desirable 
that the best possible use be made of them. Each year 
it becomes more important for the individual members 
of the American and allied associations to do some 
study preliminary to the conventions. Electric rail- 
roading is increasingly complicated, for development 
on the technical side is very rapid, while the public ex- 
pects more and expects it cheaper. The association and 
its conventions must take a more vital grip on the in- 
dustry and must be a source of information and 
inspiration to all concerned. 

With the publication of these reports the association 
has done its part of the work. It is now up to the 
companies and the men whom they send to make the 
conventions a success or a failure. Success means that 
the companies must send their best men, and that these 
men must go prepared to discuss the papers and re- 
ports. Every company planning to send delegates, 
therefore, should insist that the contents of the reports 
be mastered at once. In this connection it is our be- 
lief that the comparatively inexperienced man who pre- 
pares himself thoroughly on one or more fundamental 
topics will do more for the convention and get more 
out of it than the more experienced one who depends 
upon the inspiration of the moment. | 

There is another advantage in such a preparation as 
we have mentioned. It safeguards the interests of the 
industry by insuring close scrutiny of committee re- 
ports. Conventions are too apt to accept and adopt 
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committee reports because the committees are made up 
of good fellows, who ought to know their business, and 
each attendant feels that he is not as well qualified to 
discuss the subjects at issue. 

Advance distribution of reports is intended to pre- 
vent this and will do so if the reports are studied. 
Proper use of preprints, then, benefits the industry, 
the association and the individual. There is no danger 
of becoming one of the “bump-on-the-log” type if one is 
studying in this way. 


THE REVIVAL OF THE FLAGGING RULE 

Elsewhere in this issue appears a communication by 
John Leisenring on the subject of the erstwhile rule 
which, at one time, permitted a train to proceed when 
protected by a flag in advance. Mr. Leisenring’s ex- 
perience in the electric railway field and his prominence 
in committee work naturally lend a great deal of weight 
to his opinion on this question which, summed up, is 
that, since present practice prohibits a train from 
accepting a clear signal as superior to the time-card 
it should logically refuse to accept a stop signal except 
as a warning when the indication could not possibly be 
produced by any scheduled train. 

Mr. Leisenring’s point is well taken when it is con- 
fined to consideration of normal operation, but there is 
one objection to his argument which we might raise 
at this time. This is the fact that motormen, and 
even dispatchers, sometimes make mistakes. If they 
did not, there would be no need for signals as now 
used. The delayed train, meeting an unexpected stop 
signal, as in the case cited by Mr. Leisenring, has, in 
the first place, no means of knowing that no one in 
advance has made a mistake. Even after waiting for 
a period long enough to permit any train to get 
through the block in advance (and this is something 
not always provided in the rule books) the delayed 
train has no surety that an opposing train has not 
entered the block, contrary to rules, while the wait was. 
being made. 

All of this, of course, assumes perfect observance of 
the old flagging rule, but, as a matter of fact, we all 
know that, in practice, its provisions are very care- 
lessly followed. When signals are installed the per- 
mission to proceed past a stop indication under the 
doubtful protection of a flag can lead to nothing but 
disrespect for the importance of the horizontal sema- 
phore arm and red light, and it is just this that causes 
most of the accidents in signalled territory. Indeed, 
if it is going to be necessary for railroads to fall back 
upon the time-card and standard code when the signals 
do anything more than present the most stilted and 
obvious indications, it is likely that the trainmen will 
cease to regard them as anything more than a joke. 
It is to provide for the extraordinary condition, the 
error in judgment or action, that signals are most often 
considered necessary. Signal rules might better sup- 
port this well-established doctrine than to render it 
negative for the sake of saving a little time when sig-- 
nal failures occur. 
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The Chicago and West Towns Railway 


Operating and Engineering Features of a City 
Chicago—The Line Has Recently 


and Suburban Railway in a Densely Populated District West of 
Been Rehabilitated for Efficient Operation 


The beginning of what now forms the Chicago & 
West Towns Railway System, containing approximately 
75 miles of track, was the natural growth in the sur- 
face railway lines extending beyond the corporate limits 
of Chicago, Ill. The original properties were the 
Cicero & Proviso Street Railway and the Ogden Street 
Railway, which later were operated by the Chicago Con- 
solidated Traction Company. These companies passed 
through several consolidations and reorganizations 
until, in 1910, three years after the city of Chicago had 
granted new ordinances to the Chicago Railways, of 
which a portion of these lines was a part, a decree was 
entered by the United States Supreme Court ordering 
the sale of that portion of the lines outside the Chicago 
city limits. These lines were then purchased by the 
County Traction Company. In July, 1913, the County 
Traction and the Suburban Railroad were taken over by 
the Chicago & West Towns Railway and are now oper- 
ated as a unified property. 


TERRITORY SERVED 


The following are the principal cities and towns 
served: Oak Park, River Forest, Maywood, Melrose 
Park, Forest Park, Cicero, Berwyn, Lyons, Riverside, 
Brookfield and LaGrange. Within recent years this 
territory has grown rapidly and now has become densely 
populated. It covers an area of approximately 35 
square miles, and is served by five main east and west 
lines of the Chicago & West Towns Railway. One of 
these is known as the suburban line and extends from 
the corporate limits of Chicago to LaGrange, Ill. 

In all these five lines traverse seventeen different 
cities made up largely of two classes of people, namely, 
those who travel into the city of Chicago in the morning 
and out at night and those who work in the factories 
located in this territory. Both classes of passengers 
tend to develop an abnormal morning and evening peak. 
A relatively good average load factor is obtained, how- 


CHICAGO & WEST TOWNS RAILWAY—OAK 


ever, because of the midday traffic to and from several 
large cemeteries located directly on the routes of this 
road. Also, during the summer months, many picnics 
and outing parties are carried to the summer parks and 
groves located on this company’s lines in the territory 
along the Desplaines River. 


RATES OF FARE 


For a number of years a single 5-cent rate was 
charged over this company’s entire system. Recently, 
however, the fare on the “suburban” line was increased 
to a maximum of 10 cents. At an intermediate point, 
namely, the east boundary line of Riverside, a 5-cent 
fare limit has been established. To regular riders be- 
yond this point, however, several forms of commuta- 
tion tickets have been issued. These are furnished as 
ten rides for 90 cents, twenty-five rides for $2, and 
sixty-ride monthly individual tickets for $3. In order 
to provide for those passengers living between the end 
of the line and this 5-cent fare limit, a 7-cent single 
fare is charged from points midway between the 5-cent 
far limit and the end of the line. Commutation rates 
are also available to regular riders from the inter- 
mediate points, the lowest individual commutation fare 
being 5 cents. A map of the system is shown here- 
with. ‘ 


TRACK STANDARDS 


Within the past two years practically all of the track 
in paved streets has been rehabilitated. The standard 
type of track construction used in this work included a 
96-lb. 7-in. girder-grooved rail in 60-ft. lengths. This 
was laid on 5-in. x 7-in. x 7-ft. white oak ties on a 6-in. 
rolled crushed-stone foundation. Surmounting this is a 
7-in. concrete base for the pavement foundation, a 1-in. 
sand cushion and the brick paving surface. The irregu- 


lar section formed by the rail is squared by plastering 
grout on each side, between the base and the head of 
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CHICAGO & WEST TOWNS RAILWAY—CROSS-SECTION OF 
TRACK 


_ the rail, thus insuring a water-tight joint where the 


paving joins the rail. Sixty-foot rail lengths were used 
to reduce the number of joints and they are made of 
26-in. channels with six bolts. Track bonding is of the 
exposed type, being formed of one No. 0000 solid wire 
bond, 32 in. long and with compressed terminals. 

On the ‘‘suburban” line, in unpaved streets and in the 
private right-of-way, the standard track construction 
consists of 7-in. 70-lb. T-rail laid on 6-in. x 8-in. x 8-ft. 
cedar ties spaced at 2-ft. centers. The track foundation 
under this class of construction is exactly like that in 
city paved streets; that is, it consists of 6 in. of rolled 
crushed-stone ballast. This is brought up to the level 
of the tops of the ties, and cinders are used to make up 
the road surface, which is leveled off even with the tops 
of the rails. The rails are fitted with round tie rods at 
7-ft. 6-in. intervals, and are provided with four-hole 
22-in. channel-plate joints. This class of construction 
also includes 60-ft. rail lengths and two types of bonds, 
namely, a No. 0000 8-in. brazed bond or two No. 00 
expanded terminal bonds. 

Two classes of special work were used in the standard 
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types of track construction, namely, a built-up T-rail 
construction for frogs and crossings on the “suburban” 
line and at points in unpaved streets, and the cast-iron 
bond manganese insert construction in paved streets. 
Most of the lines are laid as double track with a stand- 
ard track spacing of 9 ft. 8 in. between centers. One 
type of track construction is shown in cross-section in 
an accompanying illustration. 


BRIDGES AND STRUCTURES 


As indicated on the accompanying map of this com- 
pany’s lines, a number of important «bridges and 
trestles were necessary where the lines cross the Des- 
plaines River and Salt Creek. These include five struc- 
tures, two of which are reinforced concrete arches built 
under contract with the cities. Each of the latter struc- 
tures provides a wide walkway and roadway, and the 
one known as the Madison Street bridge in River Forest 
carries a single track while the other concrete structure, 
known as the Lake Street bridge, in Maywood, provides 
for paved driveways and walkways and a double track. 
On the line extending into Lyons, the track crosses the 
Desplaines River on a combination steel and wooden 
bridge used exclusively by the railway company but pro- 
vided with walkways for the convenience of picnic par- 
ties, which are carried to this point during the summer 
months. 


POWER GENERATION AND DISTRIBUTION 


At the present time the Chicago & West Towns Rail- 
way owns two generating stations, one in Oak Park, 
known as the West Lake Street and Harvey Avenue 
station, and another as the Harlem Avenue and West 
Twenty-second Street station. The generating units 
at the Lake Street and Harvey Avenue station include 
two 465-kw and two 750-kw Siemens-Halske d.c. gen- 
erators. These are driven by two 26-in. x 40-in. x 48-in. 
cross-compound Corliss engines, one 24-in. x 38-in. x 
60-in. compound Corliss engine and one 28-in. x 48-in. 
simple Bullock engine. The tandem compound Corliss 
engine is direct connected to the two 465-kw generators. 
The cross-compound engine is direct connected to the 
two 750-kw units, which are generally used to take care 
of a railway power demand, the outer unit serving as 
spare. The generator and engine room is served by a 
25-ton 55-ft. electric crane mounted on a runway which 
extends the full length of the building. 

The boiler equipment consists of eight 300-hp Camp- 
bell & Zell water-tube boilers with Murphy automatic 
stokers and smokeless furnaces. These are served by a 
200-ft. octagonal brick stack, 12 ft. in diameter. Coa] 
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CHICAGO & WEST TOWNS RAILWAY—POWER STATIONS AT LAKE STREET AND HARLEM AVENUE 


is supplied from overhead steel bunkers, which in turn 
are charged by a combination bucket and belt conveying 
system. Coal is dumped into a track hopper outside 
the power station, where, if necessary, it is passed 
through crushers to the conveying system. Boiler feed- 
water is supplied by a Worthington vertical duplex 
pump and two Blake vertical duplex pumps. From these 
the make-up water passes through a Cochrane feed- 
water heater and purifier of 500-hp capacity. 

The overhead steel bunkers over the boiler-room aisle 
have a fuel storage capacity of 150 tons, and a storage 
shed in the yard adjoining the station building provides 
additional capacity for 550 tons of coal. The coal con- 
veying system also‘serves for handling ashes, which 
may be delivered direct to cars on the street railway 
company’s tracks beside the power station. 

An unusually good load factor is obtained at this sta- 
tion, both for the average week-day and average Sunday 
loads, which is an evidence of the regular and continu- 
ous movement of traffic from 7 o’clock in the morning 
until about 8 o’clock in the evening. The average load 
during Sunday is somewhat unusual, reaching approxi- 
mately 1300 kw at 1.30 p.m. and continuing at that 
point until about 9.30 in the evening. The average 
daily output is approximately 22,500 kw-hr. 

The power-plant equipment at the Harlem Avenue and 
West Twenty-second Street station consists of two 
Walker generators of 750-kw capacity, direct connected 
to two Greene tandem engines. The boiler equipment 


consists of three 300-hp Sterling boilers served by a 
steel smokestack with a brick base, having a total height 
of 145 ft. There is also a condensing system lagoon 
built of concrete, the area of which is 21,109 sq. ft. 


ROLLING STock 


The rolling stock of this company includes eighty-four 
cars of the following types: twenty-one double-truck 
interurban motor cars, twenty-four double-truck city - 
motor cars, sixteen_double-truck trail cars and twenty- 
three general utility cars. The interurban cars operate 
over the suburban line from the Chicago city limits to 
LaGrange. They have double-end, closed monitor-roof 
bodies, 44 ft. 6 in. long by 8 ft. 8 in. wide, arranged for 
a seating capacity of forty-eight passengers. The in- 
terior finish is cherry and the cars are fitted with twelve 
drop sashes on each side. The car bodies are mounted 
on McGuire-Cummings trucks with a 6-ft. 6-in. wheel- 
base and are equipped with four GE-203 motors and 
type MK control. During the rush-hour periods these 
motor cars haul trail cars of a similar design, which 
have seating capacity for thirty-six passengers. 

The standard city motor cars have closed arched-roof 
bodies, 45 ft. 6 in. long by 8 ft. 6 in. wide. They are 
of semi-steel construction and designed with eleven 
drop sashes on each side. The interior finish of these 
cars is cherry. They have reversible rattan seats for 
forty-four passengers. These cars were built by the 
McGuire-Cummings Manufacturing Company. Four- 
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teen of them are equipped with four GE-226 motors 
with K-35 control, and ten cars are equipped with two 
GE-203 form-L motors with K-51 control. 


CAR STATIONS, SHOPS AND OFFICE BUILDING 


Located at West Lake Street and Cuyler Avenue in 
Oak Park is a combination car station, repair shop and 
office building. This is a pressed-brick and steel struc- 
ture, 192 ft. x 227 ft. 7 in. in plan, the office portion of 
which is two stories in height. This building occupies 
an entire block. The entrance to the office building leads 
_ from West Lake Street. Entrances to the carhouse and 
repair shops are from a ladder track on North Boule- 
vard. Three tracks enter the repair shop, in which two 
of them pass over 180-ft. concrete inspection pits ex- 
tending approximately the full length of the shop. 
These three tracks occupy about one-half of the floor 
space, the other half being equipped with repair-shop 
machines installed with individual motor drive. The re- 
pair shop joins the two-story office building on the rear. 
Connected to these is a one-story brick and steel car- 
house with eight single-track bays. A brick partition 
wall with fire doors separates the repair shop and car- 
house. The bays in the carhouse are separated by 
hollow-tile partition walls, also fitted with fire doors. 
All car entrances are provided with Kinnear rolling 
doors manually operated. 

A second carhouse and repair shop for interurban 
cars is situated on the same property with the Harlem 
Avenue generating station. This is a brick and steel 
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CHICAGO & WEST TOWNS RAILWAY—ORGANIZATION CHART 


structure 115 ft. wide by 225 ft. long. As shown in 
one of the illustrations, nine tracks enter one end of 
this building through double swinging doors. These 
tracks lead from a single ladder track located at a 
sufficient distance from the building entrances to pro- 
vide clearance for at least one car in the open. Light 
repairs are made at this carhouse, and it also serves as 
headquarters for the train crews for the suburban line. 


OPERATING ORGANIZATION 


The personnel of the executive and operating organ- 
ization and heads of departments is as follows: Willard 
H. McEwen, president; Frank L. Butler, general man- 
ager; Charles F. Propst, secretary; John Whitsell, su- 
perintendent of transportation; W. C. Bell, assistant su- 
perintendent of transportation; Bert C. Collette, claim 
agent; William Armstrong, auditor; Orville C. Badger, 
engineer maintenance of way; P. S. Woodward, master 
mechanic; H. R. Chadwick, superintendent of overhead; 
B. F. Nickerson, roadmaster, and. J. A. Olson, chief 
engineer of power stations. The attention of the oper- 
ating officials during the past year has been directed 
largely to the rehabilitation of the property. It has been 
modernized and rebuilt for efficient operation. Plans 
are now being made for various extensions that have 
become necessary because of the growth of the territory. 
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Joint Use of Tracks in Milwaukee 


Decisions in Cases of Milwaukee Electric Light & Railway Company Versus Milwaukee Northern Railway and 
Versus the Chicago & Milwaukee Electric Railway—Railroad Commission Settles Questions 
Regarding Liability for Damages, Right to Furnish Power and Compensation 
for Power and Use of Tracks and Equipment 


Two decisions on joint use of tracks have been ren- 
dered by the Railroad Commission of Wisconsin in the 
cases of The Milwaukee Electric Railway & Light Com- 
pany versus the Milwaukee Northern Railway and 
versus the Chicago & Milwaukee Electric Railway. The 
Milwaukee Electric Railway & Light Company owns 
practically all the lines in Milwaukee, and each of the 
cther companies operates an interurban line, one from 
the north and the other from the south, over single 
streets and along its own tracks to about the center of 
the city. The cases involved the right of the city com- 
pany to improve traffic conditions by operating its cars 
over certain portions of the tracks of the other two 
companies within the city limits, as well as the placing 
of the liability for accidents and the determining of the 
right to furnish power and the compensation for the 
use of track, power, etc. 


MILWAUKEE NORTHERN RAILWAY 


The section in question in the case of the Milwaukee 
Northern Railway lies between Fifth and Sixth Streets. 
The company operates under the authority of an ordi- 
nance passed on March 22, 1906, which provides among 
other things that the city reserves the right to grant 
permission to use the company’s tracks and motive pow- 
er on payment of a just and adequate compensation by 
other lines in the city. Acting under the rights re- 
served in this ordinance, the city on April 14, 1913, 
passed an ordinance permitting The Milwaukee Electric 
Railway & Light Company to extend its tracks on Wells 
Street from West Water Street to Fifth Street and from 
Sixth Street to Eleventh Street. This move was taken 
because of the congestion of traffic on the tracks of 
The Milwaukee Electric Railway & Light Company and 
the possibility of re-routing some of its lines in case 
the new line was built. It was provided that the tracks 
should be completed within six months and that The 
Milwaukee Electric Railway & Light Company should 
receive permission, subject to the prior and preferen- 
tial rights of the Milwaukee Northern Railway, to the 
latter’s tracks and other equipment on Wells Street be- 
tween Fifth and Sixth Streets. The two companies 
entered into negotiations looking toward an agreement, 
but upon their failure to meet upon the terms involved 
the matter was carried before the Railroad Commission 
for its decision by The Milwaukee Electric Railway & 
Light Company. 

Each of the interested parties submitted a formal 
agreement embodying its ideas concerning various 
points which it considered ought to be covered. Most 
of these were in substantial accord and no mention was 
made of them in the commission’s decision. In the 
matter of liability for accidents and compensation for 
the furnishing of power and the use of tracks and 
equipment, however, the two companies did not agree; 
and, after stating that public necessity and convenience 
demanded the joint use of the tracks, the commission 
devoted most of its decision to a discussion of these 
points. 


LIABILITY FOR ACCIDENTS 


The Milwaukee Northern Railway proposed that The 
Milwaukee Electric Railway & Light Company should 


indemnify it for all liabilities and claims growing 
directly or indirectly out of the operation of cars or 
equipment owned by the latter company over the tracks 
on Wells Street between Fifth and Sixth Streets, the 
intention being to place on the latter company all liabil- 
ity, whether accidents were due to acts of its own em- 
ployees or officials, to acts of the employees or officials 
of both companies or even to acts of the employees or 
officials of the Milwaukee Northern Railway alone. 
This view was taken on the ground that the joint use 
cf these tracks would mean increased risk and that the 
compensation which the Milwaukee Northern Railway 
would receive for the use of the property would 
be comparatively small. The commission stated that it 
realized that the earnings from this source for a period 
of years might be wiped out by the losses due to a single 
accident, but that this was not sufficient reason for 
taking all the burden of responsibility for accidents 
from the Milwaukee Northern Railway and placing it 
upon the other company. According to the commission, 
the joint use of the tracks was something that was 
being forced in a measure upon both companies for 
the benefit of the public and no reason existed for dis- 
criminating between them. 

The commission decided, therefore, that the Mil- 
waukee Northern Railway must indemnify the city com- 
pany for any loss or damages which the latter may sus- 
tain to its property by reason of the operation of cars 
or equipment of the Milwaukee Northern Railway or 
any cars operated in its custody, and vice versa. In 
the case of the damage being caused by the fault or 
negligence of both companies, each company must bear 
one-half of the loss, excepting attorneys’ fees. When 
any claim is brought against one company based solely 
upon the operation of the other company’s cars, the first 
cempany shall notify the latter company and the latter 
must at its own expense settle the claim or defend any 
action brought. In the case of a joint liability, each 
company must notify the other in order to give it the 
right to appear and participate in the action. 


COMPENSATION FOR USE OF TRACK AND OVERHEAD 
EQUIPMENT 


The Milwaukee Electric Railway & Light Company 
proposed that payments should be made as follows for 
the use of the tracks and property of the Milwaukee 
Northern Railway between Fifth Street and Sixth 
Street: 6 cents per car mile for each of the first 5000 
car miles or fractional part thereof per year operated 
over this section by The Milwaukee Electric Railway 
& Light Company; 41% cents for each of the next 5000 
car miles or fractional part thereof per year; 3 cents 
for each of the next 5000 car miles or fractional part 
thereof per year, and 214 cents for each car mile or 
fractional part thereof over 15,000 car miles per year. 
According to the exhibit presented by The Milwaukee 
Electric Railway & Light Company, as based on its own 
experience, the maintenance and operating cost per car | 
mile would amount to 1.08 cents. The fixed charges, 
estimated as a percentage of the investment, would 
amount to 7.60 per cent for depreciation, 1.97 per cent 
for taxes and 7.50 per cent for return on the investment, 
giving the total fixed charges of 17.07 per cent. Ona 
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basis of an aggregate investment of $38,559 per mile 
of single track, the fixed charge would amount to $6,582 
per year. Then, by assuming various annual car miles 
per mile of track, the rental was shown to vary as fol- 
lows: From 1.08 cents for operating expenses per car 
mile and 6.58 cents for fixed charges per car mile, or a 
total of 7.66 cents, in the case of 100,000 car miles to 
1.08 cents for operating expenses per car mile and 2.19 
cents fixed charges per car mile, a total of 3.27 cents, 
in the case of 300,000 car miles per year. This last 
figure was supposed to be the maximum that could be 
cperated to advantage on a single track. In arriving at 
the sliding scale of compensation proposed, the aim of 
The Milwaukee Electric Railway & Light Company was 
to get an average rate of 4 cents per car mile. 

It was found by the commission, however, that under 
the sliding scale the compensation paid by The Mil- 
waukee Hlectric Railway & Light Company would not 
always be adequate, and there appeared to be no con- 
dition under which each company would bear a share of 
the burden exactly proportionate to the use of the 
tracks. In the opinion of the commission the proper 
basis for such compensation would involve the consid- 
eration of the cost of maintaining the property in good 
repair, net cost of renewals, replacements and recon- 
struction, taxes paid upon the property and a reasonable 
rate of return. 

On account of the fact that the items mentioned 
vary for different railways and even for different sec- 
tions of the same railway, the commission deemed it 
better to determine the actual cost so far as possible 
on the particular piece of property in question rather 
than the average cost for the entire system. The pro- 
posal of The Milwaukee Electric Railway & Light Com- 
pany was held to be open to the objection that a portion 
of the figures used represented the average cost of its 
own property instead of the actual cost on the property 
uf the other company. Furthermore, the use of car 
miles as a unit would not give a just division, since 
the types of cars used by the two companies might vary 
considerably in weight and capacity. 


DETERMINATION OF TON MILEAGE 


For the above reasons the commission decided upon 
an exact accounting of cost on the property in question 
and upon a division of the cost upon a ton-mile basis 
about in accordance with the plan proposed by the Mil- 
waukee Northern Railway. This company proposed that 
the ton miles operated should be computed upon a basis 
of the total number of tons of 2000 lb. passing over the 
tracks, except that in the case of passenger cars the 
weight of passengers, merchandise and express matter 
should be excluded from the tonnage. The Milwaukee 
Electric Railway & Light Company’s proposal was simi- 
lar, but it provided that in the case of all cars used 
exclusively for the transportation of merchandise or 
express and in the case of passenger cars where the 
space devoted to the transportation of such commodities 
should exceed 16 sq. ft. the actual weight of the car 
and the contents should be included. The commis- 
sion decided, however, that the weight of the pas- 
sengers was so variable and uncertain a quantity as to 
be practically impossible of exact determination and 
that to omit the load in the case of passengers and’ to 
include it in the case of merchandise would under cer- 
tain conditions result in discrimination. For the sake 
of simplicity, therefore, it was determined to omit the 
weight of the load altogether. It was not contended 
that this omission would result in exactly the same 
proportioning of cost as would be the case if the loads 
were included, but it was believed that the results could 
be determined with sufficient accuracy without knowing 
the exact tonnage. 
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COMPENSATION FOR ELECTRICAL ENERGY 


Owing to the greater reliability of the energy output 
it was conceded by the Milwaukee Northern Railway 
to be advantageous for The Milwaukee Electric Railway 
& Light Company to supply the current over the tracks 
from Fifth to Sixth Street. This company proposed 
that the Milwaukee Northern Railway should pay the 
sum of 1 cent per kw-hr. for all current actually con- 
sumed. The Milwaukee Northern Railway did not criti- 
cise the 1 cent per-kw-hr rate as being excessive, but 
it objected to this basis on the ground that this figure 
was greater than its own cost and that it should not be 
put to any additional expense in using the power of 
the other company because the latter’s cars were 
operated over its own tracks. No figures were offered, 
however, to show the exact cost to the Milwaukee North- 
ern Railway under its own proposal. Although on 
general principles the commission felt that it would 
be fair to both companies for The Milwaukee Electric 
Railway & Light Company to charge a rate equal to the 
Milwaukee Northern Railway’s own output cost for 
energy, still it considered that any attempt to fix such 
a rate would be likely to result in disputes. The amounts 
involved in the case were held hardly to justify the time 
and expense necessary for a full investigation of this 
on the part of the commission, and since the rate 
offered by The Milwaukee Electric Railway & Light 
Company admittedly was not excessive, it was adopted. 
The rate is subject to revision at the end of any fiscal 
year upon the application of either company to the com- 
mission. 


DUTIES OF COMPANIES 


According to the decision of the commission, the Mil- 
waukee Northern Railway is to make the necessary 
changes in the arrangement of its tracks and overhead 
installations between Fifth and Sixth Streets. The 
Milwaukee Electric Railway & Light Company is te 
stand the expense of connecting its double track with 
that of the other company by suitable frogs and switches 
and also the expense of making all necessary connec- 
tions between the overhead systems. ~ 

After the commencement of the joint use of the tracks 
the Milwaukee Northern Railway is, at its own expense, 
to maintain, replace and renew the double tracks and 
the overhead system. The Milwaukee Electric Railway 
& Light Company is to maintain, replace and renew all 
frogs and switches and the connections between the 
overhead system of its own line and that of the section 
on Wells Street. 

The Milwaukee Electric Railway & Light Company is 
to furnish the electrical energy required for a period 
of three years beginning at the commencement of joint 
operation. At the expiration of this period, upon the 
application of either company, the commission will open 
the question of the further supply of electrical energy 
and the conditions under which the same shall take 

lace. 

‘ On or before the first day of each month.the Mil- 
waukee Northern Railway is to pay The Milwaukee 
Electric Railway & Light Company for the power used 
at the specified rate of 1 cent per kw-hr. The amount 
of energy consumed by the Milwaukee Northern Rail- 
way is to be considered as having the same ratio to the 
tctal energy drawn from the overhead system on the 
section of Wells Street in question as the ton miles 
operated over the tracks by the Milwaukee Northern 
Railway bear to the total ton miles. The energy is to 
be measured by suitable meters located on Wells Street, 
to be installed at the expense of The Milwaukee Electric 
Railway & Light Company. Provision is made for an 
examination of the meters in case of suspected error 
and for the payment of the test by the Milwaukee North- 
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ern Railway in case the meters do. not register in excess 
of 2 per cent above normal, the cost of the test other- 
wise being borne by The Milwaukee Electric Railway 
& Light Company. 

On or before the last day of each month The Mil- 
waukee Electric Railway & Light Company must pay to 
the Milwaukee Northern Railway the following 
amounts: (1) Such proportion of the monthly cost to 
the Milwaukee Northern Railway of maintaining in 
good repair the Wells Street section situated on the 
south side of the street as the ton miles operated there- 
over by The Milwaukee Electric Railway & Light Com- 
pany bear to the total ton miles. (2) A similar pro- 
portion of the monthly cost of maintaining the tracks 
on the north side of the street. (3) Such proportion 
cf the monthly net cost to the Milwaukee Northern 
Railway of renewing, replacing and reconstructing that 
part of its system (including paving) on the south side 
of the street as the ton miles operated thereover by The 
Milwaukee Electric Railway & Light Company bear to 
the total ton miles. (4) A similar proportion of the 
monthly net cost of renewing, replacing and recon- 
structing the track on the north side of the street. 

The net cost to the Milwaukee Northern Railway of 
replacements, renewals and reconstructions is to be de- 
termined as follows: The commission is to determine 
the initial accrued depreciation as of the date of the 
commencement of joint operation and the final accrued 
depreciation at the time of the lawful expiration of 
joint operation. The difference between these shall be 
added to or subtracted from the cost of all renewals, 
replacements and reconstruction during the life of the 
order and the result shall be considered the total net 
cost. The monthly net cost shall be that amount of 
replacements, renewals and reconstruction due and pay- 
able each month, but the difference between the initial 
and final accrued depreciation shall be considered as 
falling due only when operation under the order of the 
commission has lawfully terminated. The initial ac- 
crued depreciation shall be taken as $175 for the south- 
ern section of the track and $417 for the northern sec- 
tion. 

On or before the last day of July The Milwaukee 
Electric Railway & Light Company is to pay to the 
Milwaukee Northern Railway the following amounts for 
the use of the latter’s track and other property: (1) 
Such proportion of the annual taxes paid by the Mil- 
waukee Northern Railway upon the part of the system 
(including paving) situated on the south side of Wells 
Street between Fifth and Sixth Streets as the ton miles 
operated by The Milwaukee Electric Railway & Light 
Company bear to the total ton miles. (2) A similar 
proportion of the annual taxes paid for the part of the 
system on the north side of the street. (3) One- 
twelfth of such proportion of an annual return of 8 
per cent of the value new of that cost of the Milwaukee 
Northern Railway’s system (including paving) situated 
on the south side of the Wells Street section as the ton 
miles operated by The Milwaukee Electric Railway & 
Light Company bear to the total ton miles. (4) One- 
twelfth of a similar proportion of an annual return of 
8 per cent of the value new of the line on the north 
side of the street. The values new shall be taken as 
$3,240 for the portion south of the center line of Wells 
Street and $2,930 for the portion north of the center 
line. 

On or before the twentieth day of each month each 
company must render a statement to the other com- 
pany showing the ton miles it has operated. The Mil- 
waukee Northern Railway is to include in its statement 
the amounts paid during the previous month for 
maintenance and renewals, the amounts paid in connec- 
tion with the portions of the track on the north and 
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south sides of the street being kept separate. On or 
before the twentieth day of each July the Milwaukee 
Northern Railway is to render to the other company a 
statement showing the amount paid for taxes on the 
two separate portions of the line. Each company is to 
give to the other company access to its books and records 
for the purpose of verifying the accuracy of any of its 
reports. Any over-payment or under-payment is to be 
adjusted yearly, June 30 being considered as the end of 
the fiscal year. 


_ CHICAGO & MILWAUKEE ELECTRIC RAILWAY 


The case between The Milwaukee Electric Railway & 
Light Company and the Chicago & Milwaukee Electric 
Railway is similar to the above, with the exception that 
the line involved tracks on Wells Street from Second to 
Fifth Street. 


SUPPLYING THE ELECTRICAL ENERGY 


The chief point of contention in this case was in 
regard to which company should supply the power for 
the operation of cars. ‘The Milwaukee Electric Railway 
& Light Company stated that it was willing to supply 
the power at a lower rate per kilowatt than it costs the 
Chicago & Milwaukee Electric Railway for power deliv- 
ered to its trolley wire under present conditions, and 
also that it could furnish a more reliable supply than 
the other company for the reason that its source of 
supply in the district would be close enough to enable 
it to furnish current of good voltage and because it has 
several feeder cables available so that the supply would 
not be dependent upon a single cable. The Chicago & 
Milwaukee Electric Railway, however, insisted upon its 
right as owner of the property to furnish the necessary 
power and contended that under its present power con- 
tract with The Milwaukee Electric Railway & Light 
Company the minimum consumption limit would be 
passed if it did not furnish the power for Wells Street 
and it would be obliged to pay double for a portion of 
its power. 

The commission stated that it would be possible to 
string two separate trolley wires so that each company 
could use its own power. Such an arrangement would 
simplify matters of bookkeeping and compensation, but 
under it opportunity would exist for cars of one com- 
pany to take power from the wires of the other com- 
pany by merely shifting the trolley pole. A mistaken 
sense of loyalty on the part of employees, a personal 
grudge against the other company or an appreciable 
difference in the potential of the two power supplies, 
leading to an easier and faster operation of the cars, 
might cause this taking of power from the wrong wire. 
Such a theft of power would be difficult to detect and 
guard against, and even though no intention of theft 
actually existed, the situation would create an oppor- 
tunity for suspicion and recrimination between the 
companies. For these reasons the commission did not 
feel inclined to order the installation of two sets of 
trolley wires. 

The commission took the general view that the com- 
pany owning the tracks should be permitted to furnish 
the power, provided it could furnish power reliable in 
character and sufficient in quantity. The investigation 
of the commission, however, showed that the Chicago & 
Milwaukee Railway buys power from The Milwaukee 
Electric Railway & Light Company and transforms it 
to a 625-volt d.c. current at its substation, situated at 
the southern city limits. The current is transmitted 
from the substation to the trolley over a 750,000-circe. 
mil feeder cable, extending to a point on Wells Street 
within 45 ft. of Second Street, a distance of approxi- 
mately 314 miles. While the Chicago & Milwaukee 
Electric Railway could probably take care of the ordi- 


i 


SEPTEMBER 12, 1914] 


nary power requirements arising from the joint use of 
tracks on the Wells Street section, the commission felt 
that it was not equipped to supply the current that 
might occasionally be required under emergency con- 
ditions. With a 750,000-cire. mil feeder cable 314 miles 
leng, two 3-0 trolleys and a double-track rail return, a 
blockade of traffic on the Wells Street section might lead 
to a voltage drop of 380 volts or more, which could not 
be considered good practice. Then, too, the actual cost 
of transmitting a.c. power to the interurban company’s 
substation at the city limits, transforming it and turn- 
ing it back to Wells Street would be greater than the 
actual cost of supplying the current direct from the 
Oneida Street or the Commerce Street station of The 
Milwaukee Electric Railway & Light Company, both 
of which are near the Wells Street section. Finally, as 
regards the contractual minimum consumption of 
power as between the Chicago & Milwaukee Electric 
Railway and The Milwaukee Electric Railway & Light 
Company, the commission found that the former com- 
pany could use to advantage on other portions of its 
system the small amount of current it would not use 
on Wells Street in case the power there should be 
furnished by the city company. The commission de- 
cided, therefore, that The Milwaukee Electric Railway 
& Light Company should furnish all the electrical 
energy required for the joint operation of cars for a 
period of three years, beginning at the commencement 
of joint operation. At the expiration of this period, 
upon application of either company, the commission will 
determine the question of future supply and the gov- 
_ erning conditions. 


COMPENSATION FOR ELECTRICAL ENERGY 


The Milwaukee Electric Railway & Light Company 
proposed to furnish power at the rate of 1 cent per 
kw-hr. Statement was made during the hearings that 
the Chicago & Milwaukee Electric Railway under its 
present arrangement for power pays from 1.4 cents to 
1.7 cents per kw-hr. As this statement was not refuted, 
the proposed rate was fixed. 


DETAILS OF ORDER 


The Milwaukee Electric Railway & Light Company 
is ordered to make the necessary connections between 
its overhead system and that of the other company 
and also to join its double track with that of the Chicago 
& Milwaukee Electric Railway. From the time of joint 
operation the Chicago & Milwaukee Electric Railway 
is to maintain, replace and renew the double-track and 
overhead system on Wells Street from Second to Fifth 
Street, and The Milwaukee Electric Railway & Light 
Company is to maintain, replace and renew the con- 
necting frogs and.switches and the connections between 
the overhead systems of the two companies. 


DIVISION OF ENERGY 


The amount of energy consumed by the Chicago & 
Milwaukee Electric Railway is to be considered as 
having the same ratio to the total energy drawn from 
the overhead system of the Wells Street section as the 
ton miles operated by the Chicago & Milwaukee Electric 
Railway bear to the total ton miles operated over the 
track. In the determination of the number of ton 
miles, only the weights of the cars are to be considered. 


PAYMENTS 


On or before the last day of each month The Mil- 
waukee Electric Railway & Light Company is to pay 
to the Chicago & Milwaukee Electric Railway such pro- 
portions of the monthly cost to the Chicago & Mil- 
waukee Electric Railway of maintaining its system (in- 
cluding paving) between Second and Fifth Streets on 
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Wells Street in good condition and the monthly cost of 
renewing, replacing and reconstructing it as the ton 
miles operated thereover by The Milwaukee Electric 
Railway & Light Company bear to the total ton miles. 
In computing the net cost to the Chicago & Milwaukee 
Electric Railway of renewals, replacements and recon- 
struction, the same procedure is to be followed as in 
the case of the Milwaukee Northern Railway. The 
initial accrued depreciation is set at $2,438. 

The following additional payments are to be made by 
The Milwaukee Electric Railway & Light Company: 
(1) One-twelfth of such proportion of an annual return 
of 8 per cent of the value new of the section as the ton 
miles operated by The Milwaukee Electric Railway & 
Light Company bear to the total ton miles, this value 
new to be considered at the date of this order as $17,654. 
(2) Such proportion of the annual taxes paid by the 
Chicago & Milwaukee Electric Railway on the section 
Electric Railway & Light Company bear to the total 
ton miles. This payment for taxes is to be made on or 
as the ton miles operated thereover by The Milwaukee 
before the last day of each July. 


Conferences on South American Trade 
Conditions 


The National Foreign Trade Council has issued a 
statement calling attention to certain fundamental con- 
ditions surrounding South American trade which must 
be taken into consideration by United States manufac- 
turers before existing trade can be improved. The 
chairman of the council is James H. Farrell, president 
United States Steel Corporation. The council consists 
of thirty-five national representatives of manufactur- 
ers, merchants, railroad and steamship men and bank- 
ers, representing all sections of the country and col- 
lectively standing for the general interest of all ele- 
ments engaged in foreign trade. The statement dis- 
cusses the characteristics of South American trade, the 
influence of the European war upon commerce and the 
need of better banking and credit facilities between 
South America and the United States. 

In view of the widespread attention and comment that 
has been given to the present trade opportunity in 
South America, the industrial bureau of the Merchants’ 
Association of New York has been investigating South 
American trade conditions. In its issue of Greater 
New York of Sept. 7, it publishes an interview regard- 
ing general conditions and cautions applying to com- 
merce as a whole. In its future issues it intends to 
publish a series of articles covering specific opportuni- 
ties in different countries and the grades of goods de- 
manded in different lines, such as electrical goods, ma- 
chinery, etc. 

A conference between Latin American diplomats and 
various bankers and representatives of exporting 
houses, called by Secretary of State Bryan, was held in 
Washington on Sept. 10. The development of the trade 
of the United States with South American countries 
was the subject of discussion. It is said that nearly 
all South American countries are looking to the United 
States to supply the exports formerly furnished by 
Europe, and also that these countries will call upon 
United States banking houses for more than $100,- 
000,000 of capital to develop their domestic resources. 


Kansas has been progressing rapidly in the matter 
of transit facilities. Five years ago there were only 
five interurban railways in that State. Now there are 
sixteen, some of them still in course of construction. 
The expansion has been due to the awakening of Kan- 
sas to the fact that interurban service is an important 
adjunct of commercial development. 
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Electric Railway Trade Prospects 


Additional Opinions from Electric Railway Manufacturers and Others Concerning Effect of European War on 
American Trade, Domestic and Foreign—Special Discussions on Increasing South American 
Commerce by Theodore Stebbins, Gano Dunn and Robert W. Hunt 


The ELECTRIC RAILWAY JOURNAL of Sept. 5 contained 
a compilation of opinions of various electric railway 
manufacturers regarding present commercial condi- 
tions, the probable effect of the European war on both 
domestic and foreign trade and the proper methods to 
be used for the improvement of South American trade. 
Answers from additional manufacturers in regard to 
these same points follow in part: 


H. W. Johns-Manville Company, New York.—This 
company is meeting considerable difficulty in manufac- 
turing certain of its products on account of the short- 
age of supplies from foreign countries. Among these 
are cork from Spain and sal ammoniac from England. 
A certain amount of sal ammoniac can be obtained in 
this country, but it is usually of an inferior quality. 
Difficulty is also being experienced in obtaining suitable 
quantities of rubber. A large amount of orders is being 
received, although the tendency shown is toward small 
amounts. 


Crocker-Wheeler Company, Ampere, N. J.—Dr. 
Schuyler S. Wheeler, president, believes that the cessa- 
tion of imports due to the war will have no important 
bad effects upon his. industry, because, unlike most 
others, it uses exceedingly little foreign material. 
Moreover, all industries, even those that have used 
much imported material, can adjust themselves to the 
use of domestic material without serious consequences, 
except possibly in a few cases. Aside from the reduc- 
tion of business in this country caused by the cessation 
of exports, much of the dullness so generally discussed 
is owing to anticipated slight increases in the cost of 
the finished product, but this increased cost will be dis- 
regarded when the available supply is depleted. There 
will be a considerable restriction of business for a 
time owing to the natural conservatism which holds 
owners back until they have ascertained the exact 
status of their product under the new conditions in 
which cost changes, even though very slight, are for the 
moment considered important. The depression and loss 
caused by the war will, of course, be largely, though 
not fully, offset by the gains in business. 


Griffin Wheel Company, Chicago, Ill—While this 
company has some business in the Orient, it has not 
been able to meet German, English and Belgian com- 
petition in South America. Most South American rail- 
ways require a steel-tired wheel for both passenger and 
freight equipment. In order for an American chilled- 
iron wheel company to obtain much business from rail- 
ways prejudiced to the steel-tired wheel as well as dis- 
posed to purchase in Europe on account of European 
investments, it will require not only an educational 
campaign but also more friendly relations between 
American capitalists and South American railways. 
While it is possible that American wheel manufacturers 
may be able to obtain the South American business dur- 
ing the European war period, it is doubtful whether they 
will be able to retain it after the war has ceased. The 
company maintains agencies in Argentina and China, 
which have been instructed to make a strenuous effort 
to obtain the orders formerly placed in Europe. Aside 
from the prospective foreign business, the European 
war has not affected the company’s American trade. 


The total business to date approximately equals that of 
last year. Orders for wheels for new equipment, how- 
ever, are at a minimum, since American railroads do 
not care to finance new propositions on a 7 per cent. 
interest basis. If the European situation is continued 
this company may be affected by its failure to obtain 
the 80 per cent ferro-manganese used in manufacturing 
its high-carbon chilled-iron wheels. It is believed, how- 
ever, that before the supply is exhausted, American 
concerns: will be in a position to supply satisfactory 
ferro-manganese. .It is possible to use a substitute, 
such as ferro-chromium, but this would make an in- 
crease in the market price of chilled-iron wheels neces- 
sary. 


Wendell & MacDuffie Company, New York.—This 
company, which deals in electric railway cars and equip- 
ment, is making preliminary arrangements for possible 
future South American business. Realizing that the 
initiative must be taken in this country to develop busi- 
ness and that the financial limitations in South Amer- 
ica will tend to discourage development, plans are be- 
ing made through manufacturing companies repre- 
sented, to investigate commercial opportunities, supply 
the necessary technical skill and arrange for credit as 
required. Preliminary arrangements have already been 
made with one of the large banks for the last-named 
purpose. One of the interesting war developments has 
been a revival of inquiries in the foreign field where the 
company formerly did a large business and advertised 
widely. The present inquiries are based upon adver- 
tising discontinued years ago. 


Niles-Bement-Pond Company, New York.—Walter L. 
Clark, vice-president, reports a general depression in 
the machine-tool trade owing to tightness of the money 
market, the principal encouraging feature being some 
demand from the warring countries for tools. One 
large order for approximately $500,000 of tools has been 
received recently by the Pratt & Whitney Company. As. 
the company is not dependent in any way upon the war- 
ring countries for materials, there is no direct embar- 
rassment resulting from the war. The South American 
business has not as yet been affected. 


The Protective Signal Manufacturing Company, Den- 
ver, Col.—S. L. Shober, president of the company, states 
that no material used by this company is purchased 
from abroad. Domestic business will be affected by the 
war only to the extent that the present financial com- 
plications restrict all business enterprises. The foreign 
business of the company is at present too small to be 
affected. The company expects to take up the question 
of developing trade in South America, but now its chief 
attention is being paid to domestic business. 


Keyes Products Company, New York.—Thus far war 
conditions have not seriously affected this company. 
The company uses foreign material but believes this 
can and will be produced in this country. As yet, how- 
ever, the company has not regarded it as necessary to 
consider this phase of the matter seriously. Inasmuch 
as the company’s business is largely with ship owners 
and builders and railroads it is safe to assume that 
its business will ultimately be much curtailed. The 
foreign business of the company will be practically at 
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a standstill. No more efforts than usual have been made 
to develop South American trade, although it is felt 

that the attention being given by financial men to the 
' establishment of better banking facilities with South 
American companies will go far toward stimulating the 
ambition and efforts of EINER electrical and other 
manufacturers. 


The Thew Automatic Shovel Company, Lorain, Ohio. 


—According to F. A. Smythe, president, very little for- 
eign business is done by this company and practically 
no attempts have been made to secure orders of this 
nature. No material is imported from foreign coun- 
tries. No effort is being directed at present toward 
securing South American business, and it is not clear 
whether the opportunities for securing such orders are 
materially increased as a result of the existing Euro- 
pean conflict. 


Yale & Towne Manufacturing Company.—Henry R. 
Towne, president, says that the United States is the 
only great industrial nation whose industries are not 
disjointed by the present European war. The country 
is exceptionally sound and strong financially. Its vast 
industrial facilities, while at present not fully employed, 
are ready to.respond immediately to an accelerated de- 
mand whether at home or abroad. Under present con- 
ditions there is no cause for alarm, but there is much 
to justify the early expectations of a betterment of 
business conditions in this country. Mr. Towne believes 
that American foreign trade will soon be resumed and 
that domestic industry and commerce will soon show 
signs of recovery and may by the end of the year be- 
come very active. In brief, he advises the exercise of 
patience for the present and the maintenance of confi- 
dence for the near future. 


Street Railway Signal Company, Philadelphia.— 
Broader inquiry from railways and the booking of some 
substantial orders are viewed by this company as mak- 
ing a trend toward business improvement, the whole- 
some effect of which must be felt in various lines. 
Robert W. Withington, president of the company, 
says he regards the outlook as very promising and be- 
lieves the railways, in going ahead with improvements 
to their systems, are harbingers of better all-round 
business conditions. 


Railway Improvement Company, New York.—A. J. 
Pizzini, vice-president and general manager, states that 
no imported materials are used in the goods manufac- 
tured, with the exception of some chemicals in the por- 
celain cover of the sanitary straps. The war has caused 
the complete dropping off of foreign business, includ- 
ing the cancellation of some orders on hand. Domestic 
business has been affected temporarily, but a strong 
reaction with increased sales will come as soon as fi- 
nancial conditions adjust themselves. The company is 
now trying to arrange for a representative to be sent 
to South America with a view of introducing its goods 
into that market. 


The Baldwin Locomotive Works, Philadelphia.—Ac- 
cording to Alba B. Johnson, president of the company, 
there are no imported materials used in the manufac- 
ture of electric railway trucks, so that the company is 
not concerned with the necessity of finding new sources 
of supply or using substitutes. The cessation of nor- 
mal financial conditions owing to the closing of the stock 
exchanges and the impossibility of selling securities or 
effecting loans, has caused a total suspension of domes- 
tic business. This is true of foreign business as well. 
The company’s agencies throughout South American 
countries are giving close attention to the opportunities 
for business, although these countries also are for the 
present affected by financial conditions. With the 
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restoration of normal conditions, Mr. Johnson believes 
that there should be a considerable increase in trade 
relations with South America. 


Power Specialty Company, New York, N. Y.—L. B. 
Nutting, general sales manager, states that his com- 
pany obtains from this country practically all of the 
materials, including chiefly iron and steel, which are 
necessary for the manufacture of its superheaters. 
Since contracts for superheaters are not generally 
placed until three or four months after boiler equip- 
ment has been purchased, it is too early at the 
present time for any appreciably decreased demand 
for new equipment to be felt as a result of the Euro- 
pean war. The foreign business is handled independ- 
ently by an English office and factory, which are still 
in operation. The company has no representatives in 
South America, since this region is not considered much 
of a field for superheaters. 


Morgan Crucible Company.—H. W. Knott, manager, 
states that the raw materials used by his company to 
manufacture its carbon brushes include carbon or 
graphite, which is obtained from England, and Ameri- 
can copper and American-made machinery. The war 
has not affected its supply of materials from England, 
and should the supply be cut off, the Brooklyn factory 
of the company, which manufactures brushes for the 
United States, has enough stock on hand to continue 
its output for at least one year. The war has interfered 
very little with its domestic business. In fact, in 
August the company experienced the most prosperous 
month it has ever had and this present month an even 
greater output is anticipated. European trade is con- 
ducted independently by companies in the various coun- 
tries on the continent. This trade has not been affected 
very much so far as is known, excepting in the countries 
in which war is being actually carried on. South 
American materials are manufactured separately by 
a company with offices and factory in Buenos Aires. 
No steps, therefore, along the lines of better credit 
facilities are necessary in order to increase this busi- 
ness. 


Dearborn Drug & Chemical Company, Chicago, Ill._— 
The European war situation has not materially affected 
this company’s business, since it is so closely related to 
economical operation that it is: looked upon as a neces- 
sity rather than a luxury. Moreover, the chemicals 
necessary in making water analysis, which is the prin- 
cipal part of this company’s business, are purchased 
from American manufacturers, so that the cutting off 
of the German chemical supply causes no inconven- 
ience. At the company’s agencies in the Orient, includ- 
ing the Philippine Islands, Hawaiian Islands, Japan, 
Corea and China, business has been only slightly re- 
tarded. In South America, where the company also 
maintains an agency, an opportunity is offered for in- 
creased business. Heretofore Europe has furnished 
the chemical engineering knowledge to South America, 
so that the present interruption of communication offers 
to America a possibility of increasing business, at least 
temporarily. 


In addition to the companies quoted above, a number 
of companies were interviewed who were willing to 
express their opinions but did not wish their names 
quoted. A fuse manufacturing company uses prac- 
tically no foreign materials and the stock of the few 
imported materials used is adequate to serve the re- 
quirements for a long period. Moreover, these few im- 
ported materials can in all probability be produced in 
the United States. A serious temporary decline is an- 
ticipated in the domestic business. The company is 
confident that a good business can be developed in South 
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America and at the present time advertising appropri- 
ations for trade papers in that field are being increased. 
The company is alSo endeavoring to secure local repre- 
sentatives. 

A large manufacturer of mica for commutators ex- 
presses the opinion that the demand for its materials 
will not be appreciably decreased during the war be- 
cause it receives much larger orders from electric rail- 
ways for repair work than it does for new equipment. 
This repair work is now increasing in demand because 
railways are showing an unwillingness to scrap their 
old motors and pay the advance in price on new equip- 
ment. This same company does not consider it neces- 
sary in its own case to take any unusual steps toward 
promoting South American trade facilities, because in 
Buenos Aires, the only South American electric railway 
center of importance outside of certain large properties 
which already have purchasing agencies in New York, 
it believes the electrification is not yet old enough to 
require any large amount of repair work. 

One of the large companies in the electric railway 
manufacturing field says that practically none of its 
business is affected by the war as regards the receipt 
from abroad of raw materials. Its domestic business 
will undoubtedly be interfered with, as far as exten- 
sions of present systems and the building of new plants 
are concerned, owing to the complete unsettlement of 
credits and sales of securities brought about by the 
tremendous foreign demand for money. It is hoped 
that business in miscellaneous supplies and renewals 
will increase in a number of lines, as this naturally fol- 
lows where equipment is not being purchased. Foreign 
business has not been materially affected by the war, 
excepting as regards transportation of some goods on 
old order. The company is giving active attention to 
the trade situation in South America. In due time 
favorable results wili be seen, but a great deal of care- 
ful planning and hard work are requisites for any 
material success. Large stocks of foreign-made elec- 
trical goods are still available in many sections of 
South America, and if the war should terminate before 
this supply is exhausted, the demand for American- 
made goods would naturally grow very slowly. 

A manufacturer of car heaters considers that while 
domestic business will be delayed until it will be pos- 
sible correctly to foresee the outcome of the European 
war, with the resumption of shipping there will be a 
great industrial revival. The company believes that its 
product is not marketable in South America on account 
of the climate. This might not apply to the extreme 
Southern part of the continent, but there is not suffi- 
cient business there to warrant any sales activity. 

It is stated by another company that steel mills have 
raised the price of structural steel and bars used for 
raw material on account of the increased price of ferro- 
manganese. It is believed, however, that the ferro- 
manganese situation is easing and that there are de- 
posits in this country which have not been developed. 
Customers are having difficulty in financing their re- 
quirements for construction purposes. The company 
will be busy for some time with orders on hand, but 
a period of decline is expected later. A comparatively 
small amount of business is carried on in foreign coun- 
tries, no particular soliciting having been done. Doubt 
is expressed as to the possibility of a field for overhead 
construction materials being developed in South Amer- 
ica. It is felt that it is better to confine attention to 
the trade in the United States, for this affords an am- 
ple field for the company’s efforts. 

According to a railway supplies manufacturer, the 
potassium cyanide used in the plating department is im- 
ported and at present there seems to be a shortage. It 
is not known whether this can be obtained from neutral 
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countries or whether it can be manufactured in this 
country. The sales of supplies and fare registers will 
be affected only through the restriction of railway earn- 
ings and financing of railway extensions, and the com- 
pany states that pessimistic reports have been received 
from electric railway customers regarding earnings. 


. The company does not look forward to an improvement 


in the South American conditions for the reason that 
the field there has been already well covered. 

A large brake manufacturing company reports that 
it has sufficient work at the present time to keep it busy 
for a long period, and when it has caught up with the 
deliveries of orders now on hand it believes that gen- 
eral business will have taken a turn for the better. This 
company at present is not interested in the development 
of foreign trade on account of the fact that all its busi- 
ness is confined by contract to North American coun- 
tries. 

A prominent manufacturer of electrical wires and 
cables states that requisitions for maintenance work 
are now so much in excess of what they were a few 
years ago that orders for upkeep constitute what in the 
old days would have been considered good, big busi- 
ness. Timidity in the security market, however, has 
made new business in wires and cables for construc- 
tion and extensions comparatively slow during the last 
year. This condition existed before the war. With re- 
gard to the electrical field in general, it is pointed out 
that the United States need look abroad for practically 
none of its manufacturing materials. There is an 
abundance of cotton and apparently the price will be 
lower than for several years. At the beginning of the 
war there was an unnecessary scare regarding rubber, 
because it was feared that the Ceylon supply would be 
cut off. That is not the case. Moreover, there is 
enough good rubber available from Africa, South Amer- 
ica and Central America to meet the demands of the 
world, particularly so since there is a reduction in this 
demand. It is expected that the supply sources are 
sufficient in capacity to keep the prices within limits 
established during the last year or two. 


UNITED STATES TRADE WITH PAN-AMERICA 


Trade of the United States with other American 
countries in the fiscal year ended June 30, 1914, aggre- 
gated $1,303,000,000, or 33 per cent below the high 
record of 1913, and constituted 30 per cent of the entire 
commerce handled by domestic ports. Of this large 
New World commerce, $956,000,000 was with North 
America and $347,000,000 with South America. 

United States imports from North American coun- 
tries, valued at $427,000,000 in the fiscal year, were 
chiefly from Canada, Cuba, Mexico, the Central Amer- 
ican States and the British West Indies. Exports to 
North American countries, $529,000,000 in value, were 
chiefly to Canada, $345,000,000; Cuba, $69,000,000, and 
Central America and Mexico, each about $39,000,000. 
The United States supplies a larger proportion of the 
leading countries of North America than any other 
nation, and in the case of Canada, Central America and 
Cuba more than all other parts of the world combined. 

Of $223,000,000 worth of imports from South Amer- 
ica, nearly one-half were from Brazil, about 20 per 
cent from Argentina, and the remainder chiefly from 
Chile, Colombia, Venezuela and Peru. Nearly one- 
fourth of the total exports of $125,000,000 value to 
South America went to Brazil and more than one-third 
to Argentina. In sharp contrast with the high position 
of the United States in the North American markets is 
its low rank among the-nations selling goods in South 
America, where in the case of such important countries 
as Argentina, Brazil and Chile, only about 15 per cent 
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of the imports were from this country. South America 
as a whole imported in 1912 $965,000,000 worth of for- 
eign goods, the share of the United States being about 
14 per cent. 


SOUTH AMERICAN TRADE CONDITIONS 


NEED OF BETTER UNDERSTANDING OF STABILITY AND 
PROGRESS OF SOUTHERN REPUBLICS—OPPORTUNITY 
FOR CONSTRUCTIVE WORK IN SOLVING SALES, 
BANKING AND SHIPPING PROBLEMS 


BY THEODORE STEBBINS 


The development of our commercial relations with 
South America becomes a freshened subject with the 
outbreak of the European war. The consequent stop- 
page of European shipments will compel South America 
to buy a few more things from us. To what extent and 
for how long can we hold their valued trade? Let me 
say at once that to hold the principal part will be no 
easy task. In making the effort it is vital to under- 
stand the reason in the past for our small proportion— 
about one-seventh—of their trade. 

The dominant classes in South America are Euro- 
pean by origin, and admixture and the constant flow of 
emigration. The relations with Europe of blood and 
race are manifold. The youth obtain their education 
in Europe. Those of means travel in Europe. The rich 
retire to Europe. All are bound to Europe by ties of 
race, blood, sympathy, custom and fashion. The habi- 
tations and the habits of the people are pronouncedly 
European. Literature, poetry and the arts flourish. 
Their best people have a more distinctly European edu- 
cation, culture and charm than our own. 

Between North and South America ignorance, indif- 
ference and distrust predominate. Our most exiled 
citizens have found South America a convenient refuge, 
and their activities have too largely created South 
America’s opinion of us. When I was residing in the 
capital of one of their smaller republics a jewelry store 
was robbed. All Americans were promptly locked up 
on suspicion except those of known diplomatic or busi- 
ness connections. The newspapers are responsible for 
the continuance of much of this distrust. For the same 
reason that some of our newspapers seek profit in cir- 
culation at the expense of morals by giving an undue 
prominence to scandals and crimes, our newspapers do 
not find “good news’ in the peaceful achievement of 
South America but publish exaggerated and absurd 
rumors of “revolutions.” Eighty per cent of South 
America, measured industrially, has had strong stable 
governments for many years. Likewise, the South 
American newspapers take note of our bloody industrial 
wars in Colorado, etc. So the readers on each side get 
the worst pictures of the other. And remember this. 
Our lawless destruction of life and property exceeds 
theirs. So let us have more respect for the South 
Americans. And let us view their trade requirements 
as an expression of their habits and customs and in a 
sympathetic cosmopolitan spirit. In brief, we must 
establish social relationship as the broadest basis of 
general trade. Its absence has been the fundamental 
cause of our failure in general South American trade. 

Next in importance in determining the origin of im- 
ports I would call attention to the extensive railroad 
systems and other enterprises established in South 
America of recent years. The British, German, French 
and Belgians have gone into South America with mate- 
rials of their own manufacture and built those rail- 
roads and other things, and own and operate them. 
‘Our manufacturers can stand little show, or none, in 
the sale of these construction and supply materials, un- 
‘til we become a lending, not a borrowing, nation, and 
can go forth to build foreign railroads and the like. 
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Our own railroad field is being made so unprofitable by 
our government that our own surplus capital may soon 
seek foreign fields. 

Direct banking connections with South America are 
a necessary aid to trade. Our own self-imposed laws 
have forbidden foreign banking branches but now have 
been amended to allow them, and our largest bank, the 
National City of New York, is proceeding to establish 
South American branches with broad functions and 
dealing with the situation in a very liberal and intelli- 
gent manner. 

Between North and South America no regular steam- 
ship lines operate tonnage adequate for any consider- 
able trade. The present steamship laws which have 
driven our flag from the seas are in process of amend- 
ment. What Congress will do remains to be seen. Gov- 
ernment owned ships are proposed. Are our politicians 
competent to run them?. In any case the law should 
not longer create handicaps for our private ship own- 
ers. The law obliges expenses in wages and otherwise 
about 30 per cent more than those of foreign com- 
petitors. So Congress is now legislating to permit or 
prevent the necessary shipping link in our South Amer- 
ican trade connections. 

Finally, to explain the smallness of our South Amer- 
ican trade our manufacturers have their failings, 
namely, to study and supply the character of goods 
needed, to send suitable salesmen (imagine a foreign 
salesman attempting to sell goods to our merchants 
without knowing a word of our language!), to give 
terms of payment as long as European competitors and, 
with goods once sold, to pack and ship them properly. 

The general war in Europe has suddenly shut off 
European exports to South America and our exports to 
Europe. Cannot our European exports be diverted to 
South America? Apparently, it is the opportunity of a 
generation. Unfortunately we are not prepared at 
once to take the full benefit of the situation. It will 
take a long time, not a short time, to get acquainted 
with these countries and their people and their needs, 
and to establish foreign branch banks and steamship 
lines and commercial branches and, finally, the export 
business itself. But let us now make a serious begin- 
ning. And we must secure the foothold now to secure 
the immensely larger trade of future South American 
development. The means by which this may be done 
are beyond the scope of these few paragraphs. 

South America is a continent of vast areas with cor- 
responding diversity of climate and products. The 
average North American seems to picture it as a trop- 
ical region only. Conditions of the whole should not be 
drawn from conditions of a part. Argentina, Brazil 
and Chile are the principal importing countries and 
have stable governments, and the remaining countries 
are relatively negligible. All the large cities have mod- 
ern conveniences. Buenos Aires and Rio de Janeiro 
have more than a million inhabitants each and enjoy 
European luxuries in greater measure than we. The 
leading cities are served by electric light and railway 
systems excellently constructed under European speci- 
fications. 

The trade should be sought by studied and intelli- 
gent and persistent efforts through co-operative meth- 
ods. While our general South American trade is small, 
yet in certain industries it is large. The agricultural 
machinery trade is secured efficiently by one interna- 
tional concern (which, incidentally, our government is 
seeking to destroy). The increasing excellence and 
cheapness of our automobiles should secure a large 
market for them. American sewing machines and type- 
writers find a large market. But Europe gets the pref- 
erence in the ordinary items of domestic consumption, 
owing to the European habits of the consumers, and 
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on construction material and supplies, owing to Euro- 
pean ownership of the purchasing companies. 

Our electrical manufacturers have made intelligent, 
well organized and long continued efforts to sell electric 
apparatus and have secured a gratifying proportion of 
the business, considering that the South American 
operating companies are of European ownership. All 
such business can be secured by one simple means, 
namely, the purchase of the operating companies by our 
own capitalists. The European war will compel a low 
purchase price. The “reasonable return” on invest- 
ment, so glibly discussed here, so universally evaded in 
terms of per cent, by which our utilities are partially 
confiscated, that is, robbed of a part of their proper 
market value, gets a fairer interpretation in South 
America. So our constructive builders of industry may 
well consider the transfer of their activities to South 
America. 


REVIEW OF BUSINESS SITUATION 


GANO DUNN BELIEVES THAT EFFECTS OF DESTRUCTION OF 
CAPITAL BY EUROPEAN WAR WILL BE COUNTERBAL- 
ANCED BY INCREASED EXPORT TRADE 


Gano Dunn, president J. G. White Engineering Cor- 
poration, who was in Europe at the time war was de- 
clared, has given, at the request of the ELECTRIC RAIL- 
WAY JOURNAL, a statement of his views in regard to 
the effect of the conflict upon business conditions in 
this country. It is as follows: 

“First—An enormous amount of the world’s capital 
has already been destroyed and more will be destroyed. 
Consequently construction enterprises and new projects 
of all kinds which flourish on surplus capital seeking 
investment will be severely checked for a long time. 

“Second—Further destruction of capital due to the 
continuation of the war will probably be greater if the 
allies are defeated than if Germany is defeated, since 
the capital of Great Britain, France, Belgium and Rus- 
sia is much greater than that of Germany and Austria, 
and it is probable that the former nations would go far 
toward exhausting their greater joint resources before 
accepting defeat. The financial and industrial effects 
of the war, therefore, are involved to a considerable ex- 
tent in the result of the fighting. 

“Third—There will probably be greatly increased 
exports of foodstuffs and manufactures from the United 
States, which will mitigate and to some extent offset the 
tremendous capital losses in the United States resulting 
from the destruction of security values and the contrac- 
tion of credits. There will probably be a general in- 
crease in interest rates and a certain amount of Amer- 
ican capital available for smaller construction enter- 
prises that are near enough home to be locally known 
and bring out the resources of the very small investor. 

“Fourth—South America will suffer not only through 
lack of European capital, which has been the principal 
source of supply for the development of her new enter- 
prises and the extension of her commerce, but also se- 
verely through the reduced capacity of Europe to take 
and pay for South American exports. American and 
Canadian markets will inevitably be benefited by the 
demand for such South American imports as Europe 
cannot supply. While these South American purchases 
will be of much benefit on account of the business they 
represent, they will be of more value because of the new 
channels of trade they will open up and the new con- 
nections they will establish. Their immediate value 
should not be overestimated, however, in view of the re- 
duced buying power South American countries will ex- 
perience from the reduction of their usual exports to 
Europe. 

“Fifth—Any forecast at this time can be presented 
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only as an offhand opinion, since the consequences of the 
great struggle will so fundamentally affect American 
international commerce, finance and industry that no 


one can see clearly the adjustments that must follow.” 


CANADIAN AND SOUTH AMERICAN COMMERCE 


TRADE REDUCTION IN CANADA AND DIFFICULTIES OF SOUTH 
AMERICAN SITUATION DESCRIBED BY CAPTAIN HUNT 


In an interview with a representative of the ELECTRIC 
RAILWAY JOURNAL, Capt. R. W. Hunt, of Robert W. 
Hunt & Company, Chicago, IIl., stated that practically 
all the European and Canadian trade of this company 
has been brought to a temporary standstill. Some in- 
spection work, however, is being carried on in both 
these countries, but it represents only a very small per- 
centage of what was under way before the war started. 
Canada is a large money borrower, principally from 
England and Belgium. Hence the use of capital for 
war purposes in these countries has caused practically 
an absolute cessation of railroad activity, and new 
purchases have been discontinued. Heavy construction 
work under way and not completed by the Canadian 
Pacific, the Grand Trunk Pacific and the Mackenzie in- 
terests has been stopped. This has seriously affected 
all Canadian industries, including rail mills, bridge 
builders, cement mills and other manufacturing indus- 
tries dependent upon railway business. There has 
been more than a 50 per cent reduction in production 
due to this inactivity of the railroads. The labor mar- 
ket, however, has not been affected by the enlistment of 
Canadian young men for service in Europe, there being 
plenty of labor because so many factories have been 
closed. ‘ 

While business in the United States has not been so 
seriously retarded as that in Canada, the closing of the 
security market, the failure to market the record- 
breaking cotton market, as well as the restricted grain 
market, were adverse conditions. The commercial pos- 
sibilities of South America as an outlet for American 
trade are not generally understood. There are many 
conditions which must be overcome, such as the great 
financial depressions in Argentina and Brazil, which are 
heavy borrowers of European capital. These countries 
have a large English, German and French representa- 
tive population which makes it natural for them to look 
to Europe for their capital. Mr. Hunt feels that there 
is little probability of overcoming this prejudice in a 
short time, since the South American countries are cur- 
tailing expenses like this country. If the war con- 
tinues, however, there will ultimately be an. opening, 
but American manufacturers can not meet with im- 
mediate overwhelming success in capturing the South 
American markets. Indeed, says Mr. Hunt, so closely 
are South American markets related to Europe that his 
company found it advisable to handle all of its South 
American business through its London office. An opti- 
mistic view of the situation, however, indicates that 
the European war will ultimately redound to American 
advantage. 


The York Railways Company recently inaugurated 
religious services for its employees at the carhouses on 
Sundays. On the opening day the entire force was 
present and joined heartily in the service. Early cars 
were sent out to different parts of the city for the men, 
who were all in place by 6 a.m. The services were con- 
ducted by a local pastor. The secretary of the Y. M. 
C. A. and officials of the company were present. Gen- 
eral meetings of this character will be held once a 
month and local meetings every Sunday. The railway 
company is highly pleased with the results of the 
meeting. 


SEPTEMBER 12, 1914] 


Toledo Injunction Hearing 


The hearing on the Toledo Railways & Light Com- 
pany’s amended bill asking for an injunction against 
the city of Toledo, Ohio, to prevent the enforcement of 
the Schreiber 3-cent-fare ordinance and from interfer- 
ence with the company in the withdrawal of its cars 
from the streets was begun before Federal Judge Kil- 
lits in the United States District Court on Sept. 8. 


The city solicitor’s department filed no answer, but - 


Judge Killits decided to proceed with the hearing just 
as if the answer had been filed. He ruled that the 
company had made a prima facie case that the ordi- 
nance is unreasonable, although the city might be able 
to show that it is not unreasonable. 

An affidavit from Frank R. Coates, president of the 
company, showed that from April 1 to Aug. 1, 1914, the 
road carried 15,913,504 pay passengers. At the rate 
of fare in effect prior to the passage of the Schreiber 
ordinance there should have been a stimulation of 
traffic amounting to 6 per cent. This would bring the 
number up to 16,868,314. The average rate per pas- 
senger carried during that period was 3.9334 cents, 
which would have yielded a revenue of $663,498 if the 
old rate of fare, with 3 cents morning and evening, had 
been in effect. With earnings of $55,000 from other 
sources the revenue would have been $718,498. Be- 
cause of the fact that passengers who refused to pay 
the fare were carried free, the actual revenue for the 
period was $471,796. The operating expenses amounted 
to $606,435, showing a loss of $134,637. City Solicitor 
Thurstin objected to the affidavit on the ground that it 
was speculative, but the objection was overruled. 

EK. R. Kelsey’s affidavit presented clippings from 
Toledo papers quoting Mayor Keller and City Solicitor 
Thurstin as threatening to man the cars with police 
if the company attempted to collect fare exceeding 3 
cents. 

Judge Killits said that one of the questions before 
him was whether this court had jurisdiction. He con- 
sidered the Schreiber ordinance enforcible in only one 
way. It is beyond the power of the Mayor of Toledo to 
attempt to enforce it until the provision in the ordinance 
determining how it shall be tested is passed upon in 
a court of competent jurisdiction. The company is en- 
titled to the same protection in court as an individual. 

C. E. Murray, auditor of the company, presented an 
affidavit showing that 7,968,935 passengers had been 
carried between April 1 and Aug. 1, 1914. A. G. Van 
Dreisen, chief clerk, was called upon to present some 
of the company’s books of record before adjournment 
of the forenoon session. 

An affidavit from Peter Witt, street railway commis- 
sioner of Cleveland, stated that the report of the ex- 
amination of the company’s accounts made by Carl 
Nau can be understood by any one, whether in the rail- 
road business or not. 

On the afternoon of Sept. 9 Federal Judge Killits 
brought the hearing of the injunction suit to a rather 
abrupt termination and intimated that the application 
of the Toledo Railways & Light Company would be 
granted. The case was submitted to the court without 
argument and he explained that his formal decision 
would be prepared and filed a few days later, perhaps 
on the afternoon of Sept. 11 or on Sept. 14. Further, 
he said if the decision sustained the company, the 
operation of the decision would be postponed a few days 
to allow the people to become acquainted with it and 
adjust themselves accordingly. 

As previously stated, the forenoon of Wednesday 
was spent in hearing affidavits offered by the company 
in support of its claims. City Solicitor Thurstin began 
the presentation of his case just before noon, when 
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Chief Clerk A. C. Van Dreisen, of the company, was 
called to identify a number of books and records of the 
company. 

Finding that the city was not prepared with evidence 
to combat the company’s statements, as had been ex- 
pected, the hearing was adjourned until 8:30 a. m. on 
Sept. 10, but before doing so the court learned that 
the city did not question the company’s report relative 
to its expenses. 

Judge Killits, during the hearing, announced that he 
would not appoint a receiver for the company. He feels 
that such a course would delay a settlement of the fran- 
chise controversy, which in his opinion should be ad- 
justed just as soon as possible. 

At the hearing on Thursday, Judge Killits asked Mr. 
Thurstin whether on the facts before the court he was 
contending that the ordinance, if obeyed by the com- 
pany, would pay running expenses and a return on a fair 
valuation of its property. Mr. Thurstin replied that this 
was a matter of calculation. The contention of the city 
had been from the start that the ordinance passed on 
Nov. 27, 1913, was a valid and legal ordinance and was 
such until repealed or passed upon by a court. He 
contended that the burden of proving it otherwise was 
on the company; that the measure was prima facie a 
valid ordinance, and that the showing of the company 


‘must be conclusive and clear that the company could 


not operate under it with profit. Mr. Thurstin agreed 
with Judge Killits that the ordinance was confiscatory 
if it did not provide for a revenue sufficient to meet 
operating expenses, maintain suitable service and leave 
a surplus for a fair return upon a reasonable valuation. 
In this connection Mr. Thurstin said: 

“T would never ask Council or any city official to lend 
a hand in asking this company to operate if it could not 
make money.” 

The judge said that he was glad to know that the City 
Solicitor’s office was not responsible for the ordinance 
and had inherited the troubles incident to the measure. 

Mr. Thurstin protested that the court was attempt- 
ing to put him in an embarrassing position, whereupon 
Judge Killits expressed the opinion that the court was 
warranted in asking advice as to Mr. Thurstin’s views. 
Judge Killits said further that Mr. Thurstin would do 
the city a service by saying publicly that the ordinance 
was a mistake if that was his opinion. 

In conclusion, Judge Killits said: 

“T shall assume, when it comes to the question of fact, 
that the city has been unable to sustain the ordinance 
as practicable as far as the rate of fare is concerned 
under existing conditions. There is no question what- 
ever but there is a presumption that Council, in pass- 
ing the ordinance acted intelligently, fairly and with a 
desire to impose conditions with which the company 
could comply. That is a presumption. But it does not 
control. In this case we find that the city of Toledo 
and its officers, in passing the ordinance, had the same 
information and the same advice that this court has now 
and that the ordinance is confiscatory and inoperative. 

“The conclusion is almost compelling to say that the 
ordinance was buncombe when passed. That is no re- 
flection on the present administration. It has done its 
duty in trying to have the ordinance obeyed. These 
comments from the bench are unusual. So are the con- 
ditions in this city. It is unfortunate that so many 
people have been misled into the belief that this corpo- 
ration is infringing on their rights. It does seem 
to me as a citizen that the time has come, whatever 
our relations may be, to attempt to relieve ourselves of 
prejudice and to get ourselves and our fellows into the 
position where we can see things clearly.” 

The Citizens’ Franchise Committee has been inactive 
pending the decision on this case. Just what move it 


482 


will now make, if any, has not been outlined, but it is 
stated that something will be done to hasten a settle- 
ment in the matter. 

The company was represented at the hearing by 
Thomas H. Tracy and Rathbun Fuller, while the city 
was represented by City Solicitor Thurstin and his as- 
sistants, E. H. Horton and Mr. Schlatter. Henry L. 
Doherty and C. A. Frueauff were present. 

Henry L. Doherty, chairman of the board of direc- 
tors, said if the decision is in favor of the company 
the rates of fare agreed upon temporarily between the 
company and former Mayor Whitlock will be put into 
effect and maintained until an agreement on the fran- 
chise question is reached. Under this arrangement the 
company collected a 5-cent cash fare, with a 3-cent 
straight fare for two hours each morning and evening. 
Tickets were sold at the rate of six for 25 cents. 


Storage Battery System for City Island, 
N. Y., Built in Seventeen Days 


BY W. R. WOOD, FOREMAN STORAGE BATTERY CARS THIRD 
AVENUE RAILWAY SYSTEM. 


The historic village of City Island, 16 miles from 
New York, has not heretofore enjoyed adequate transit 
facilities. Through the efforts of E. A. Maher, vice- 
president and general manager Third Avenue Railway, 
and leading citizens of City Island, arrangements were 
perfected whereby the Union Railway took over the 
existing horse-car line, and extended it to the City 
Island station on the Harlem Division of the New York, 
New Haven & Hartford Railroad. One and one-half 
miles of new track were laid, a waiting station was built 
at the Pelham Park Boulevard, and a temporary charg- 
ing station was erected at Orchard Beach within a 


THE FIRST BATTERY CAR 


period of seventeen working days. Twelve of the Third 
Avenue Railway’s storage battery cars were then 
lightered to City Island, and the new service was in- 
augurated on Aug. 18, the last horse car passing over 
the line at 12:15 p. m., followed by the first battery 
car carrying a party of officials and guests at 12:30 
p. m. 

Power for charging is furnished by the Westchester 
Lighting Company at 220 volts from its two-phase line 
passing the charging station. Mercury arc rectifiers 
are used for converting this to direct current at 130 to 
160 volts for charging the batteries. 

The output of each arc is 50 amp., but for rapid 
charging reactances have been provided on the d. c. side 
so that two of the arcs may be connected in multiple 


for charging a single car at a high rate. A two-phase’ 


motor and a 200-amp. generator which were on hand 
were also installed as a reserve power supply to be used 
in an emergency. 
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A galvanized iron building 10 ft. x 24 ft. was erected 
for housing the charging apparatus, and a siding was 
laid to accommodate the twelve cars. These cars are 
equipped with Hess-Bright anti-friction bearings on the 
armatures and Rollway bearings on the journals. As 
they have Peacock brakes and are heated by coal stoves 


CHARGING STATION AND SIDING 


located on the trucks, it will not be difficult to attend 
to all maintenance and repair work on this open siding 
without pit facilities. 

Since its opening the road has been very popular, 
carrying more than 6200 passengers in a single day. 
The cars are being operated by men from the old horse- 
car line and are maintaining a schedule of 9 m. p. h. on 


INTERIOR VIEW OF CHARGING STATION 


an energy consumption of less than 1.25 a.c. kw-hr. 
per car mile purchased. It is anticipated that as the 
men become more familiar with the work this perform- 
ance will be improved. Meanwhile it is expected that 
the present line, which is laid with 9-in. grooved rail 


and bonded, will soon be electrified and extended. 
tl Or ng eo 


Proposals have been made for the electrification of 
the Eastern Bengal suburban lines. The proposition 
includes four lines from Calcutta to Naihati and two 
from Naihati to Kanchrapara. The d.c. overhead sys- 
tem is recommended in place of the third-rail, owing 
to trespassers. The principal object of the electrifi- 
cation is a financial one, and the consulting engineers 
report that it will pay to electrify the lines as the 
gross capital outlay required for the scheme will be 
$4,406,643, while the annual saving in train operation 
alone is reckoned at $399,340 in spite of higher speeds 
and better train service. 


. 


_ SEPTEMBER 12, 1914] 


COMMUNICATIONS 


Steel Sheathing for Car Siding 


PITTSBURGH RAILWAYS COMPANY 
PITTSBURGH, PA., Sept. 3, 1914. 

To the Editors: . 

_ I was very much interested in your editorial on steel 
sheathing for car sides, appearing in the Aug. 15 issue, 
and particularly with the discussion in the Aug. 29 
issue. It would seem to me that, with the thoroughness 
that Mr. McPherson analyzes the situation, there should 
be small room for doubt in the minds of those who are 
actively considering car design of this character. 

It might be interesting to state that, some six years 
ago, the Pittsburgh Railways Company adopted the 
side-girder type of car construction with a special bulb 
_ angle as the top member and a tee section for the bot- 
tom member with 144-in. sheathing. Some five years 
ago the company changed the top member to a flat bar, 
and the bottom member to commercial angle and reduced 
the thickness of the sheathing to 3-32 in. Lately we 
have again reduced the thickness of this side sheathing 
to No. 14 gage sheet steel. Mr. McPherson’s assump- 
tion and calculations closely resemble those used in the 
determination of the sizes and members used in the con- 
struction of our cars, and some six years’ experience 
and use of cars designed in this manner have demon- 
strated to us that they are absolutely safe. 

The low-floor type of motor car and trail car used in 
Pittsburgh has its floor load and its equipment load 
practically balanced over the trucks, and the calculated 
- unbalanced moment on the side girder on these cars is 

approximately 600,000 in.-lb., which is considerably less 
than that assumed by Mr. McPherson. In our case, the 
calculations show that the side sheathing could be en- 
tirely omitted without exceeding the accepted maximum 
fiber stresses for open-hearth steel. 

However, there is another factor which in a large 
measure influences car design and many times takes 
precedence over theoretical requirements, that is, the 
factor of utility. To illustrate, assuming that it is en- 
tirely safe from the standpoint of strength to omit the 
side sheathing, no one would think of doing so in this 
type of car. Therefore, what thickness should the 
sheathing or plate be to resist shocks in contact with 
wagon wheels, poles and other street obstructions? 
What thickness should it be to maintain a reasonably 
smooth, unbuckled surface? What length of sheet 
should be used properly to facilitate construction and 
repairs? Our experience has shown that a 3-82-in. 
plate is amply thick to meet these requirements, and if 
desired, it may be used in lengths no greater than the 
distance between post centers. 

The question of post design in car construction in- 
fluences largely the strength of the side girder, and of 
all the various types of posts used and considered, the 
flanged, “U-shape,” pressed-steel post offers, in our opin- 
ion, the greatest advantage. From the standpoint of 
- strength and lightness, it may be surprising to know 
that this type of post with its cover plate and the sash 
and curtain guides weighs less per lineal foot than the 
smallest commercial section of tee post similarly 
equipped. Also, with this type of post, gussets at the 
belt rail and side sill have not been found necessary and 
do not appear in our construction. I might say further 
that the use of aluminum alloy for side sheathing has 
‘been seriously considered in this country, but its cost 
‘up to the present time has been found prohibitive. 

Referring to the effect of a top plate or letterboard 

(either in steel or wood) upon the strength of the side 
of the car, there is no doubt that a properly shaped 
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plate reinforces the strength of the side girder. We 
are using a pressed sheet steel letterboard, approaching 
a channel shape in form, which materially stiffens and 
strengthens the side of the car. However, if the sec- 
tions used in the belt rail, side sills and posts are as 
light as permitted by the design, the required strength 
and the utility factors, and if, at the same time, the 
section modulus exceeds that required, such added 
strength as the letterboard or top plate introduces 
hardly becomes a factor in the problem. The most im- 
portant single item in the construction of steel cars is 
the one of riveting. 

I am satisfied, that if all car designers analyze their 
requirements with the same degree of thoroughness as 
displayed by Mr. McPherson, the question will be no 
longer one of opinion but one of fact. 

F. R. PHILLIPS, Superintendent of Equipment. 


Advantage of Near-Side Stop 


NEW YORK, Sept. 5, 1914. 
To the Editors: 

Of the many kinds of accidents which happen where 
vehicular traffic is heavy, and for which the street rail- 
way company in most cases is not in any way responsi- 
ble, perhaps the most prevalent are those caused by 
cars coming in contact with horse-drawn or other types 
of vehicles. Of this general type of accident, perhaps 
the most troublesome class is caused by vehicles coming 
out of a side street and approaching a main thorough- 
fare without first ascertaining whether any cars are 


AT A FAR-SIDE STOP ON 
NEW YORK 


A NEAR-ACCIDENT BROADWAY, 


approaching that corner. Drivers and chauffeurs are 
particularly careless about crossing a street which has 
double tracks, in that after one car has passed the 
corner they do not investigate whether another car is 
coming in the opposite direction. 

The photograph (not posed), reproduced herewith, 
illustrates the carelessness described. The driver, at a 
good rate of speed, was coming down the side street 
directly after a car on the north-bound track had passed 
the corner, but he did not stop to ascertain whether or 
not a south-bound car was approaching. What might 
have been a serious accident was averted by good 
brakes and the quickness with which the motorman on 
the car approaching the horse and buggy acted. The 
driver of the vehicle had whipped up his horse and en- 
deavored to pass in front of the car, but, fortunately, 
the motorman was able to bring the car to a stop in 
time to prevent a serious accident. Another interesting 
point is that a passenger was standing on the running 
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board of the car, preparing to alight. The conductor 
had apparently given the signal to stop the car, but be- 
fore that the passenger was already out on the running 
board. 

The illustration indicates that if an accident had oc- 
curred the street railway would not have been responsi- 
ble, yet it would have been put to the needless expense 
of defending a suit for damages not only to the horse 
and vehicle but to the driver as well, and the accident 
might have resulted fatally. 

At the point shown the car makes a “far-side” stop. 
The photograph was taken by the writer recently while 
standing at the southwest corner of Eleventh Street and 
Broadway, New York. G. O. SMITH, 

Director of Safety, Doherty Operating Company. 


A Discussion of the Flagging Rule 


ILLINOIS TRACTION SYSTEM 
SPRINGFIELD, ILL., Sept. 4, 1914. 
To the Editors: 

The article appearing in the Aug. 1 issue entitled 
“Proceed, Protected by Flag—A Fallacy,” seems to the 
writer to merit much more consideration, than a mere 
passing thought, and the lack of comment made on it up 
to the present time is to be deplored. The writer can- 
not entirely agree with the article in question, as he 
feels that it does not clearly outline the governing fac- 
tors which may have led some roads upon the installa- 
tion of automatic signals, seemingly to revert back 
to an obsolete and so-called dangerous practice. 

It is not my intention to take issue with the Transpor- 
tation & Traffic Association, which in 1911 eliminated 
as unsafe a promiscuous flagging rule. This was un- 
doubtedly the proper course at that time. Instead, this 
letter is intended simply to point out the difference 
in the conditions, as they appear in my mind, between 
those which existed at the time the rule was eliminated 
and those which are considered in the editorial in ques- 
tion. 

Railroads are not dependent upon either the telephone 
or the automatic signal for their operation, although 
it is true that both of these devices facilitate and safe- 
guard traffic. To the writer’s personal knowledge, a 40- 
mile division of interurban track, with hourly service, 
was operated for more than a week with no telephone 
service whatever, and with very little delay. This was 
long before automatic signals were considered as a ne- 
cessity for electric railways, but not before the operat- 
ing officials, on this particular road, realized the dan- 
ger in trains proceeding under flag protection, and this 
method of operation was not allowed. How, then, was 
this feat accomplished? Simply by running trains ac- 
cording to the printed time-card, and compelling them 
to make the carded meeting points. 

In the editorial under discussion it is pointed out that 
block signals are, at the present time, considered only 
as an additional “safeguard superimposed upon the 
structure of operating rules,” but, at the same time, it 
is argued that, under certain conditions, they must 
take precedent over the fundamentals of operating 
methods, which have been in effect for years. 

To illustrate: consider a railroad without signals and 
upon which two opposing trains are approaching their 
meeting point. One train is running on time and the 
other has been considerably delayed and is several sid- 
ings away from the place of meeting. The train which 
has reached the carded meet attempts to call the 
dispatcher on the telephone, and the delayed train does 
likewise from the next or second next adjacent siding. 
Both find the telephone line to be in trouble. What is to 
be done? It is doubtless ‘a fact that this condition is 
arising almost daily and,is being handled without the 
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least doubt in the minds of the train crews involved.'! 
The only thing to do, sanely or safely, is to go to the 
carded meet and wait there until the opposing train 
arrives, and no loophole is now provided in the rules 
whereby a man could construe his instructions to do 
otherwise. 

Also consider a signaled railroad (this entire argu- 
ment applies, of course, only to single track) : the same 
two trains find themselves in the same positions as de- 
scribed above, under similar conditions, except that 
the delayed train finds a signal set against him two 
sidings in advance of his meeting point, while the sig- 
nal for the opposing train which has arrived at the 
meet indicates proceed. We agree that it would be un- 
wise to allow the last-mentioned train to consider the 
signal indication superior to his time-card and proceed. 
Why, then, should we unqualifiedly consider the stop 
signal indication as superior to the time-card to the ut-. 
ter demoralization of our train service? 

The writer wishes to emphasize his unfailing regard 
for block signals and his belief that they must have 
the fullest attention and trust from the trainmen, but, 
at the same time, he believes that something can and 
should be done to recognize the difference in the present 
conditions from those existing in 1911. 

JOHN LEISENRING, 

Signal Engineer and Superintendent of Distribution. 
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Census Report on Electric Railways 


The Bureau of the Census, Department of Commerce, 
has issued Bulletin No. 124, devoted to electric light 
and power stations and street and electric railways 
and giving the statistics of these properties for the 
year ended June 30, 1912. Some preliminary figures 
from this census report, so far as the street and elec- 
tric railways are concerned, were published during the 
early part of the year. The tables contained in Bulletin 
124 do not present all of the results which the bureau 
will issue. It is the intention to publish later a detailed 
report which will contain analytical text discussing the 
statistics and giving information in regard to the de- 
velopment of the industries. The present bulletin is 
published in order to distribute the important facts at 
an earlier date than they would be available if the pub- 
lication was delayed until the-final report is finished. 

The statistics in regard to the electric railways 
cover fifty-five pages. The introduction says that an at- 
tempt has been made in the case of the electric railway 
companies to separate the income and investments from 
non-transportation activities, but this has not always 
been possible. A notable instance where the non-rail- 
way property was not separable from the railway 
property was that of the Hudson Terminal buildings of 
the Hudson and Manhattan Railroad in New York. The 
titles of the tables presented in the bulletin follow: 

Tables 1, 2 and 3—Comparative summaries, 1912, 
1907, 1902, for (1) commercial and municipal central 
electric stations combined, (2) commercial stations, and 
(3) municipal stations. 

Table 4—Number of municipal central electric sta- 
tions and increase, by geographic divisions: 1907 to 
EOU2e 

Table 5—Commercial electric stations, by character 
of ownership: 1912 and 1907. 

Table 6—Comparative summary—Central 
stations and gas plants: 1912, 1907 and 1902. 

Table 7—Central electric stations and electric rail- 
ways—Number, kind and horsepower of primary power 
machines: 1912, 1907 and 1902. 

Table 8—Commercial and municipal central electric 
stations—Number, kind, and horsepower of primary 
power machines: 1912, 1907 and 1902. 
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Table 9—Central stations and electric railways— 
Kilowatt capacity of dynamos: 1912, 1907 and 1902. 

Table 10—Commercial and municipal central electric 
stations—Number, kind and kilowatt capacity of dy- 
namos: 1912, 1907 and 1902. 

Table 11—Central electric stations and ‘electric rail- 
ea of generating stations: 1912, 1907 and 

Table 12—Number of commercial and municipal cen- 
tral electric stations having no generating equipment, 
by geographic divisions: 1912. 

Table 13—Central electric stations and stations oper- 
ated in connection with electric railways—Line equip- 
ment: 1912, 1907 and 1902. 

Table 14—Commercial and municipal central electric 
stations—Line equipment: 1912, 1907 and 1902. 

Table 15—Comparative summary—Central electric 
stations and electric railways—Primary power, dynamo 
capacity, and output of stations, by geographic divi- 
sions and states: 1912 and 1907. 

Table 16—Commercial companies—Capital 
funded debt and dividends: 1912, 1907 and 1902. 

Table 17—Summary for all central electric stations 
and hydroelectric stations reporting water power of 
1,000 horsepower or more: 1912. 

Table 18—Hydroelectric stations reporting water 
power of 1,000 horsepower or more, by geographic di- 
visions and states: 1912. 

Table 19—Commercial and municipal central electric 
stations—Comparative summary, by geographic divi- 
sions and states: 1912, 1907 and 1902. 

Tables 20 and 21—Balance sheet—Assets and liabili- 
ties: 1912. 

Tables 22, 23 and 32—Income. 

Tables 24, 28 and 33—Expenses. 

Tables 25, 29 and 34—-Primary Power. 

Tables 26, 30 and 35—Generating and subsidiary 
equipment. 

. Tables 27, 31 and 36—Line equipment. 


’ 


stock, 


Report of the Joint Committee on In- 
ductive Interference 


At the Pacific Coast meeting of the American Insti- 
tute of Electrical Engineers held at Spokane, Wash., 
Sept. 9 to 11, A. H. Babcock, chairman of the sub-com- 
mittee on publicity of the joint committee on inductive 
interference, presented a report which had been pre- 
pared for the Railroad Commission of the State of Cali- 
fornia. The organization and work of this committee 
has been described in the ELECTRIC RAILWAY JOURNAL 
in the issues of March 15 and Oct. 11, 1913, and Feb. 7, 
1914. The complete report was transmitted to the Rail- 
road Commission on July 7, 1914. 

The report presents briefly an account of the forma- 
tion of the committee, its activities and the results 
accomplished to date, together with recommendations 
for such rulings by the railroad commission as the com- 
mittee believes are justified at this time, and included 
a technical discussion and explanation of the results and 
recommendations. The report gives a historical sum- 
mary of the work of the committee which shows that it 
was the outgrowth of certain interferences involving 
power, communication and railroad interests which were 
brought to the attention of the Railroad Commission 
of Calfornia. The commission desired that the subject 
be thoroughly investigated before the general principles 
involved in the difficulties could be passed upon. To 
this end a general conference was called to select repre- 
sentatives to form the joint committee with power to 
conduct tests, experiments and investigations, the re- 
sults of which would serve as a basis of recommenda- 
tion. The conference was held Dec. 16, 1912, and the 
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organization and personnel of the joint committee were 
approved on Jan. 6, 1913. Since this date the commit- 
tee has been engaged in field work and in other investi- 
gations and has prepared a series of fifty technical re- 
ports which present and discuss in detail the various 
features of the work, the methods and apparatus em- 
ployed and the results accomplished. A list of these is 
appended to the report. 

The report deals practically altogether with interfer- 
ence to the operation of telephones, telegraph and sig- 
nal circuits from power transmission lines, interfer- 
ence from single-phase railways being only incidentally 
mentioned. 

The committee has determined from its experiments 
the following facts: 1. Interference in telephone cir- 
cuits under normal operating conditions of power cir- 
cuits arises almost wholly from the harmonic voltages 
and currents of the power system. 2. The effect of in- 
duction of the fundamental frequency on telephone cir- 
cuits is comparatively unimportant unless it is of a 
magnitude sufficient to constitute a physical hazard. 3. 
Interference to telegraph and other signaling circuits is 
due principally to the fundamental and lower har- 
monics. 4. Power circuit currents and voltages may 
be divided into two factors, balanced and residual, of 
which, for equal magnitude, the latter in general pro- 
duce the greater inductive interference. By “residual” 
is here meant the vector sum of the currents or volt-- 
ages. 5. Inductive interference to communication cir- 
cuits, rising from balanced voltages and currents, can 
in a large measure be prevented by means of an ade- 
quate system of transposition applied to both power 
and communication circuits, assuming that the latter 
are metallic and located with due regard to each 
other. 6. Abnormal conditions of line switching 
operations produce transient disturbances of a very 
serious character. 

The committee recommends certain rules to be used 
as guides in connection with future construction and 
operation of power and communication circuits which 
are, or are proposed to be, so located as to create a “par- 
allel.” The term “parallel” here refers to sections 
where a power line and a communication line follow 
substantially the same course, or are otherwise in prox- 
imity for a sufficient distance, so that the power circuit 
is liable to create inductive interference in the com- 
munication circuit. 

The rules are divided into these parts: avoidance of 
parallelism; conditions under which parallelism will be 
permitted; provisions applying to existing parallels; 
waiver conditions for a communication company, and 
parallelism with alternating current railways. These 
rules are discussed at length in the report. Appendixes, 
to the report contain technical discussion on harmonics,, 
balanced and residual voltages and currents, and trans- 
position. 

Under the heading “parallelism with alternating cur- 
rent railways” the report states that it is recognized 
that railroads operating alternating current trolleys 
with ground return create serious inductive interfer- 
ence with parallel communication circuits. In the pres- 
ent state of the art, no means for completely overcom- 
ing inductive interference from such parallels is known, 
hence, they are to be avoided if possible, and where un- 
avoidable, responsibilities arising therefrom must be 
settled by mutual agreement, or in case of inability to 
agree the matter shall be referred to the Railroad Com- 
mission of the State of California. 


Since the Topeka (Kan.) Street Railway moved a 
bandstand to Gage Park, gave it and 300 benches to 
the city, and paid a band for a public concert in the 
park, the city is considering giving concerts there. 
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Equipment and Its Maintenance 


Short Descriptions of Labor, Mechanical and Electrical 
Practices in Every Department of Electric Railroading 


(Contributions from the Men in the Field Are Solicited and Will be Paid for at Special Rates.) 


Overhead Problems—Catenary Con- 
struction—II 


BY CHARLES RUFUS HARTE, CONSTRUCTION ENGINEER THE 
CONNECTICUT COMPANY 


An almost infinite variety of hangers has been tried 
but very few of the forms have persisted, the majority 
either taking too much time to install or shaking loose 
in service, not a few doing both. That which seems to 
meet conditions best is a mechanical three-screw clip 
rigidly attached to a steel strap, the top of which is 
formed into a loop 8 in. or 4 in. long, permitting the 
contact wire to rise to that extent. The other types, 
with all sorts of cam, screw, toggle, wedge and what- 
not locking devices, many of them exceedingly ingeni- 
ous, are for the most part of interest only as a matter 
of history. Early forms of strap hangers were hinged 
at the lower end, but this permitted the loop to tip 
over, and with each lift to crawl further out on the 
messenger until all the lift was taken up and the flex- 
ibility lost. 

To facilitate installation several ingenious ways of 
making the loop have been devised. In one the end is 
twisted back of the main stem, leaving a space of such 
shape that the hanger screws on to the messenger; 
another snaps into place, the spring of the shaft nor- 
mally keeping the loop closed; while a third, also of 
the snap type, has the tail of the strap so bent up inside 
the loop that, once snapped on, the messenger cannot 
get into a position to wedge its way out. 


COMPENSATION FOR TEMPERATURE CHANGES 


Changes in temperature tend to cause corresponding 
length changes in the various members of catenary 


CATENARY CONSTRUCTION—-LIGHT BRIDGE, SYRACUSE, 
LAKE SHORE & NORTHERN RAILWAY 


construction, but the actual result is largely affected 
by the character of the construction. The messenger, 
contracting or expanding, tends to lower or rise, the 
movement being a maximum at mid-span, and zero at 
supports; the contact wire tends to do likewise, but at 
a different rate because of its different sag. The hang- 


ers tie the two together and compel equal movement, 
giving to the contact wire in cold weather an inverted — 
sag, so to speak, and in hot weather slack wire between 
the hangers. 


Note the Murray curve hangers, and the smooth line obtained. 


CATENARY CONSTRUCTION—-NEW HAVEN SPAN SUPPORT 


On the Syracuse, Lake Shore & Northern Railway, 
which was erected in winter, the contact wire was 
given a very high initial tension and an inverted sag of 
1 ft. to the standard 300-ft. span, so that the heavy 


CATENARY CONSTRUCTION—-SPAN WITH STRUCTURAL MEM- 
BERS CARRYING INSULATOR AND STEADY BRACE 


summer traffic should have a fairly tight straight line. 
With this one exception, which, it is said, did not en- 
tirely meet expectations in this respect, American engi- 
neers have considered compensation devices not worth 
the complication, a belief well justified by the behavior 
of the lines which are in service without such devices. 
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Abroad, however, compensators are almost univer- 
sally employed. The Siemens-Schuckert device is a 
weight of about 1200 lb. sliding in or on an ornamental 
post. The contact wire, approximately No. 000 in sec- 
tion, in lengths of about 3200 ft., has one end anchored 
while the other is attached, through insulators, to the 
weight. Although an engineer some years ago proved 


Note two clips between each pair of main hangers. 
CATENARY CONSTRUCTION—BRACKET SUPPORT, ROTTER- 
DAM-HAGUE LINE DOUBLE-TRACK CENTER-POLE 
CONSTRUCTION 


The next pole to the right is also a compensator, taking care of 
the wire which is seen passing the compensator shown. 


CATENARY CONSTRUCTION—COMPENSATING POINT ON 
BLANKENESE-HAMBURG-OHLSDORF LINE 


—on paper—before the American Society of Civil En- 
gineers that unless sheaves more than 25 ft. in diam- 
eter were used the effort of bending the wire around 
the wheel would balance the weight, the use of such 
compensators is still persisted in by many foreign en- 
gineers. By carrying the ends of adjacent sections 
by each other with a lateral separation of a few inches, 
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they are insulated from each other, except as the col- 
lector bridges both as it passes, without a break in the 
smoothness of the contact surface. The ends are then 
raised slightly to prevent fouling and are carried to 
the weights or to anchors. The clips looped over the 
secondary messenger permit the necessary longitudinal 
movement of the contact wire. Fear that these loops 
might bind has developed the Fischer-Jellinek form 
with loosely gripping ears, through which the contact 
wire is free to slide. 

Weight compensators prevent wide variations in the 
tension of the contact wire, but also relieve the mes- 
senger of the pull in cold weather of the contracting 
contact wire. Further, the lift at the span center is 
correspondingly increased, giving a very wavy line. 
The Allgemeine Elektricitits Gesellschaft overcomes 
this by stringing above the messenger and tighter than 
the latter an equalizer wire which hangs free except 
for an indirect attachment to the support by a short 
cable, and the direct attachment of the end to the con- 
tact wire, under the support. A temperature drop 
which shortens the messenger and so lifts the contact 
wire at mid-span also shortens the equalizer, and 
through the cable connections lifts correspondingly at 
the supports. 


The Return Circuit—Ultimate Economy 
of Longer Bonds 


BY HOWARD H. GEORGE, ASSISTANT ENGINEER MAINTEN- 
ANCE OF WAY, PUBLIC SERVICE RAILWAY, NEWARK, N. J. 


The terms “longer” and “shorter” are, of course, only 
relative, but in this discussion an 8-in. bond will be 
considered as short and a 36-in. bond as long. It is 
admitted that under like conditions the amount of 
energy loss will be greater for longer than for shorter 
bonds. For this reason, if the joints are to be main- 
tained perfectly the advantage of the short bond will 
be evident, yet one poorly-bonded joint may cause an 
energy loss greater than that in the remainder of an 
entire mile of track without visible evidence of the de- 
fective bonding. 

Suppose we assume a 10-mile line of single track con- 
structed with 80-lb. 30-ft. rails having a ratio of con- 
ductivity of 1:12. With a permissible track loss of 3.5 
volts per 100 amp-mile (14 volts per mile for average 
current of 400 amp), the total resistance per mile would 

3.5 
equal i 

100 
0.070 ohm per mile of rail. From our tables we find 
that the resistance of our rail is 0.065757 ohm per mile. 


or 0.035 ohm per mile of single track, or 


Total rail and joint resistance. .......e.scceencsees 0.070000 ohm 
Resistance: OL Tail, (ONLY). cok. cele ore lelsip 6 aie) bl enehehelsiaishalsrs 0.065757 ohm 
Resistance of 170 joints only.........-cecedecesees 0.004243 ohm 


Referring again to our tables, we find 


Resistance of 170 No. 0000 10-in. bonds........... 0.0077401 onm 
Pius 4 in. x 0.00000410 ohm per inch............. 0.0000164 ohm 
Resistance of 170 14-in. No, 0000 bonds.......... 0.0077565 ohm 


This is larger than our permissible resistance, 80 
again referring to our tables we see that 


istance of 170 500,000 cire.-mil 10-in. bonds .0.003740000 ohm 
Dias 6 in, x 0.000001782 ohm per inch........... 0.000010692 ohm 


Resistance of 170 16-in. 500,000 cire.-mil bonds. .0.008750692 ohm 


This is within our limit, so that we could either bond 
with a single 500,000 cir.-mil bond, or with two No. 
0000 bonds. 3 


Resistance of rail only........-..eeseseereseeeees 0.065757 ohm 


Resistance of 170 16-in. 500,000 circ.-mil bonds..... 0.003751 ohm 
1 resistance per mile......... eee ee eee senee 0.069508 ohm 
Total resistance per mile of two rails........ ..... 0.034754 ohm 
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Continuing the discussion still farther, suppose we 
assume a 400 amp current (average) for twenty hours 
per day. The track resistance for the 10 miles would 
be 0.347 ohm. 

Energy loss = ? R= 400? X .847 = 55,520 watts. 
Twenty hr. per day X 365 days = 7300 hr. a year. 


55.52 kw X 7300 hr. = 405,296 kw-hr. a year. 
405,296 kw-hr. X 1 cent = $4,052.96 a year for the 10 miles. 


Upon the same basis of figuring an increase in the 
track loss of 1 volt per 100 amp-mile would mean an 
increase in the financial loss of more than $1,000 a year. 
When it is considered that many systems cover hundreds 
of miles of track, the importance and relative economy 
of close attention to the conditions of the return circuit 
will be realized. 

The assertion has already been made that the in- 
creased life and efficiency of the longer bond will gen- 
erally more than offset the increased cost of the copper. 
Keeping in mind the relations which should exist be- 
tween the proper length and cross-section, the reader 
will note by reference to the second of the series of 
articles of this subject that the maximum length men- 
tioned for a 500,000 circ.-mil bond was 18 in. It is ap- 
parent at once that a bond of such a length must be 
installed under the plates and therefore it offers no 
inducement to copper thieves. 

As an illustration of the effect of an increase in the 
length of a bond on its life, it will be interesting to 
refer to a series of tests made by one of the rail bond 
makers, where many two-conductor pin terminal strand- 
ed wire bonds of varying lengths, but all of No. 0000 
capacity, were tested to destruction in the same vibra- 
tion machine. These tests should prove in a most con- 
vincing way the advantages of longer over shorter 
bonds, since the principal cause of failure of bonds, 
assuming that they have been properly installed, is the 
play of the rail ends where the joints are loose. The 
following are the results:— 


7-in. bonds broke at 41,000 vibrations 
8-in. bonds broke at 215,000 vibrations 
in. bonds broke at 1,279,000 vibrations 
14-in. bonds broke at 7,887,000 vibrations 


In other words, the 14-in. bond withstood approxi- 
mately 6.2 times as many vibrations as the 10-in. bond 
before failure; 36.7 times as many as the 8-in. bond, 
and 192.4 times as many as the 7-in. bond. To be sure, 
these tests were made in a laboratory and not under 
service conditions, but they do give a fair indication of 
the relative life on the basis of length. 


As to increased resistance from longer bonds, the 


resistance of No. 0000 bare copper strand per 1000 
lineal feet at 68 deg. Fahr. (taken from table) is 0.04997 
ohm, or 0.000004164 ohm per lineal inch. Therefore, 
the resistance of the various lengths of bonds used in 
the tests referred to, neglecting the contact resistances 
which we can assume to be the same for all lengths, 
would be as follows :— 


Length of Bond Resistance 


{Gs orion i oacicioitc ditak Ware, Gack (fad Sa hres bition 0.000029148 ohm 


SoA. Ries oe olin colptetolal etomereied Sinuevamuitans eka oct ch en anes eta 0.000033312 ohm 
pie ho Bie MO AO OR A ost One chor toils Saunatare 0.000041640 ohm | 
Ae iho tee ey SRV NEE Won OOS Mace uti ORD FNS Ties A aaa 0.000058296 ohm 


If we return to the case of a single track road 10 
miles long and laid with 30-ft. rails, we would have 
3520 joints. If 14-in. bonds were installed, the resist- 
ance of the joints would be increased 0.08794 ohm, com- 
pared-with 8-in. bonds. If we assume 80 lb. per yard as 
the weight of the rail, the resistance of the steel (ne- 
glecting the joints) would be 0.328785 ohm. The total 
joint resistance of 3520 joints bonded with 8-in. bonds 
(again neglecting the contact resistance) would be ap- 
proximately 0.131406 ohm, or a total resistance of 
0.460186 ohm for the return circuit. As shown above, 
the increased resistance, if 14-in. bonds were used, would 
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be 0.08794 ohm, or an increase in the resistance of the! 
entire return circuit of about 19 per cent. This may 
seem like a very large percentage, but if the 8-in. bonds 
were used, since the joints are not liable to be main- 
tained perfectly tight all the time, the life of the short 
bonds will be only about 1/37 of that of the 14-in. bonds, 
thus quickly decreasing their efficiency and increasing 
the total resistance of the return circuit to much more 
than if the 14-in. bonds had been installed at first. In 
short, it is a waste of money to use short bonds where 
the joints are not kept tight. 

Suppose we carry the investigation still farther and 
assume that the estimated life of the track will be 
twelve years. We will also assume that it was decided 
to install 8-in. bonds and that the efficient life of such 
bonds would be six years (an extremely liberal figure). 
Based upon present market prices the initial investment 
(not including the cost of original installation of bonds, 
which would be the same for both lengths), would be 
about $1,334, which for six years at 6 per cent would 
amount to $1,815. At the end of this time the joints 
must be rebonded, and assuming that the price of the 
bonds has remained the same during the six years, the 
total cost of the 8-in. bonds for twelve years would be 
$3,630. To this should be added a charge of, say, $1 
per joint (also a fair figure, which would be greatly 
increased if the paving were brick, asphalt or some 
other expensive type), to cover the cost of removing 
and replacing the paving, joint plates and bonds. This 
equals $3,520, which for six years at 6 per cent amounts 
to $4,787, so that the total cost of the 8-in. bonds for the 
twelve years has been increased to $8,418. From this 
we will deduct an allowance of 5 cents each as the scrap 
copper value of the first set. of bonds, amounting to 
$176, leaving the net cost of the 8-in. bonds at $8,242. 

If the 8-in. bonds were good for six years, it is rea- 
sonable to conclude from the tests noted that 14-in. bonds 
would be good for the entire life of the track. The 
initial investment for 14-in. bonds at present prices 
would be about $1,754, which for twelve years at 6 per 
cent would amount to $3,016. Thus, the net difference 
in favor of the longer bond is $5,226, which again 
proves that “it is a waste of money to use shorter bonds 
where the joints are not kept tight.” 


Centers—Classes of Material 


BY R. P. WILLIAMS, INSPECTOR OF SPECIAL WORK 
BROOKLYN RAPID TRANSIT SYSTEM 


The following represents the personal observations 
and conclusions of the writer from a close study of the 
service rendered by various types of centers, and the 
matter is presented in an effort to aid all the interests 
concerned toward a correct solution of ‘the problems 
discussed. 

The growing dissatisfaction at the performance of 
“hard center” work after twenty years of use is wor- 
thy of serious consideration. Perhaps the practical 
experience of one who has followed the “wearing 
plate” from its first installation, may be of service in 
determining such points as the following: Whether 
the fault is in the material used in the insert, or in 
the method used to retain or remove it; whether the 
renewable feature is worth while; what bearing the 
shape has with regard to the life of the center, and 
whether it may or may not be possible that most of 
the dissatisfaction arises from grooves of improper 
depth and width. 

The first center used was a block of Bessemer steel 
14 in. x 9 in. x 4% in., set in an opening a trifle 
larger than itself, provided in a cast-steel frog, with 
no provision for retaining it other than a few shims 
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driven in about the sides. The idea was that as the 
top surface became worn the block could be removed, 
resurfaced and reset. This was found to be imprac- 
ticable because the wear on the sides and bottom was 
so great as to destroy the retaining box. This was 
replaced by the first really renewable center, made 
also of soft steel, but case-hardened on the wearing 
surface by the old English method. In this process 
a band of hoop iron was placed around the cen- 
ter to make it stand % in. higher than the top of the 
piece. The combination was filled with bits of 
leather, horse hoofs, etc., placed in a furnace, heated 
to the required temperature, withdrawn and plunged 
into cold water. By this method the temper of the 
piece could be so graded that the part receiving the 
impact of the wheel in crossing the groove could be 
made much harder than the ends which abutted the 
rails of the frog. 

It has been the writer’s experience that centers 
made according to the old English method have given 
greater satisfaction than any others, and they are the 
only centers he has known to last as long as the cross- 
ing with which they were furnished. When this cen- 
ter became dished it could be removed, the ends 
ground to a surface level with the lowest part of the 
center and reset; and it would last longer in the 
- second setting than the first. This tends to prove 
that the softer metal under the case-hardened surface 
acted as a shock absorber. This type of center rarely 
chipped, never cambered from cold rolling and the 
secondary pound or lamination of the abutting rail 
end was seldom seen in connection with it. 

We have a great number of so-called “case-hard- 
ened” centers, but they must not be considered in the 
same class as the ones first described. These centers 
are treated in an entirely different manner. A harder 
steel is used for the stock, and after the planing and 
fitting has been completed the center is heated to a 
white heat; then potash is sprinkled or dusted on the 
top, and when the potash melts or liquefies the center 
is plunged in cold water. Within a few hours after 
their removal the writer has known such centers to 
chip or spall without being touched. He has also 
known many cases where for the same reason new 
centers had to be used after the pieces had been 
finished in the factory and were ready for shipment. 

Now as to the all-hard or manganese center. If 
you reverse the criticism of the original case-hard- 
ened or Harveyized center, you have a fairly accurate 
description of the manganese center under service. 
This is especially the case in 90 deg. or nearly 90 deg. 
crossings, for in the frogs of branch-off curves, when 
the radius is 60 ft. or more, they wear well; but in 
the shorter radius curves, say between 30 ft. and 
45 ft., the dishing or gouging out of the gage lines 
and guards between and abutting centers is very 
marked. Instances where derailments are caused 
from this side wear are quite numerous. We have a 
case in view now where a curved crossing must be 
renewed at least two years before its time, according 
to the life still left in the abutting rails of the curve 
which have the same radius as the crossing. 

From the foregoing it would seem that centers 
which are all hard, or of one grade of hardness, can- 
not be used in all cases. We have experimented along 
this line and have demonstrated that the hard center 
under extremely heavy traffic ruins more special work 
than it saves; also that with a soft center under mod- 
erate traffic there is more, possibility of getting the 
full value of wear out of 90-deg. crossings than by 
the use of hard material. 

More crossings are removed because of noise com- 
plaints than on account of actual wear to the cross- 
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ing. To illustrate, we have a certain crossing under 
moderate traffic (950 cars per twenty-four hours). 
An examination showed that all of its sixteen hard 
centers were dished at the intersections and that half 
of them were chipped also. Eight of the manganese 


centers were replaced in one run by eight open-hearth 


steel forged centers, while eight of the manganese 
centers were straightened and surfaced for re-use in 
the other run. Both runs had the same traffic. An 
examination made sixteen months later showed all 
of the soft centers to be tight, practically noiseless 
and in good order; with little evidence of wear. Of 
the eight hard centers only one had remained tight, 
five of the total number were chipped, while the noisy 
condition of all was very noticeable. Every hard cen- 
ter was then removed and replaced with open-hearth 
forged centers. The estimated life of the forged cen- 
ters is six years, a saving of four and one-half years 
compared with manganese. Evidently this experi- 
ence demonstrated that a grading of the material to 
suit the conditions of traffic is necessary. 


Coil Room Practice 
BY A MISSOURI CONTRIBUTOR 


A number of companies complete their coils, that is 
to say, they give them the last dipping and baking, and 
then store them. In this way they are liable to accu- 
mulate a large number of sets which become hard, and 
as the first sets made are the ones which are given out 
the winders always have hard coils to work with. It 
has been the writer’s experience in winding with hard 
coils that they do not lie together as they should, be- 
cause the forming thus made necessary is a disadvan- 
tage which causes trouble with hard coils. Further, in 
banding armatures, non-flexible coils do not draw to- 
gether tight unless they are banded hot. But if the 
coils are very old such heating will do little good. 
Another bad practice is the excessive baking of coils. 
When they are in service they will get baking enough. 
However, my main point is that the final dipping and 
baking should be left until the day before the coils are 
to be used in order that soft coils to work with will 
always be available. Accumulate as many sets of coils 
ahead as.you want to, but postpone the final dipping 
and baking. -When you need any see to it on the night 
before that the desired number are dipped and put into 
the oven ready for use the next day. 

I would suggest the following course in the making 
of coils: No coil should be passed with the smallest 
kind of a kink in the wire, as this is liable to cause a 
short-circuit. Watch out also for welds in the wire. 
Coils should be held together with small flat clips of 
lead. It is bad practice to use small tie wires because 
they are overlooked, thus causing trouble after the 
armature is wound. ~ After the coils are wound they 
should be dipped and left in the oven over night. Then 
the leads should be tinned to insure good connections to 
the commutator. In assembling coils, if three coils are 
used the middle coil should be taped all around, if pos- 
sible. If not, paper insulation should be inserted be- 
tween the parts of the coil that fit in the slot. When 
the coils are being assembled and tied, tubing should be 
slipped on the leads and the coils should be assembled 
and tied with fine flax thread. They are then ready to 
be taped with Empire bias tape at about half a lap on 
the taping machine. Next they are ready to be taped 
all around with about 34-in. linen tape at about half a 
lap, stored away and left for the final dipping and bak- 
ing during the night before use. In conclusion, rail- 
ways should be careful about using home-made coil 
winding machines when so many good ones are avail- 
able from the manufacturers of such tools. 
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Weights and Grades of Railings and Other 
“Car Piping 
BY R. H. PARSONS, ELECTRICAL FOREMAN 
In these days when so much attention is given to all 


the details of car equipment to the end that unnecessary . 


weight may be eliminated, it is of interest to offer the 
results of a railing study recently made in this connec- 
tion on a number of prepayment cars. All of the rail- 
ings and fittings illustrated are made from 1-in. galva- 
nized piping except for the main stanchion of the pay- 
within car, which is of gray iron. It was found that in 
the pay-within type of car the total weight of the fix- 
tures illustrated, comprising the conductor’s control 
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and fare-box stanchion, weighed a total of 10414 Ib. 
On the first of three earlier types of prepayment cars 
with a dividing rail and support for the fare box the 
total weight was 59 lb., on the second, 68 lb., and on the 
third 78 lb. 

The old type railings were made of 1-in. galvanized 
pipe which cost $0.046 per foot. This is the most suit- 
able material for strength, appearance, adaptability for 
bending and freedom from rust. As the pipe is held to 
the floor by flanges screwed to the pipe and by special 
castings, including those used for holding the fare box, 
it would not be advisable to lighten the same grades of 
material because good stock is needed to hold the fit- 
tings. Such fittings must be strong enough to bear the 
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weight of the conductor when he is tired and to with- 
stand the violent movements of passengers who want 
to steady themselves at the starting or stopping of the 
car. The stanchion for pay-within cars must be espe- 
cially strong, as it has no support from the floor up to 
its full height. On this stanchion rests the burden of 
making a fulcrum by means of which the doors are 
opened and closed. 


The Flexibility of Rotary Converters 


BY T. A. LEES, DEPARTMENT OF MOTIVE POWER AND MA- 
CHINERY, BAY STATE STREET RAILWAY 


In generator or motor practice no machine offers 
such flexible operation as the rotary converter. 

In one of our larger d.c. plants we also supply:a small 
alternating system. For this service we have a 400-kw 
rotary operating inverted from the d.c. busbars. A 
few years ago the a.c. load was increased by an addi- 
tional service and an 800-kw alternator was installed. 
This service was later abandoned and therefore the 
inverted rotary could again take care of its former 
service. 

In order to utilize the 800-kw unit, which is an effi- 
cient machine, we have arranged the wiring of the 
inverted machine so that it may be used as a regular 
- converter and supply power to the d.c. service. Dur- 
ing the peak hours or other heavy periods the alter- 
nator is run and serves the a.c. system and, through 
the converter, also feeds into the d.c. system. It was 
formerly necessary to start another large unit during 


Switch up when Converter 
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Electric Ry. Journal 


Note—A is a contact which prevents 
opening of the shunt field 
circuit while changing position . 
of main switch 


SKETCH SHOWING WIRING OF MACHINE USED AS PLAIN 
AND INVERTED ROTARY CONVERTER 


these periods which are now easily taken care of by 
the converter. 

While converters have been floated between a.c. and 
d.c. systems on other installations the connections of 
this installation are unusual. The converter is ar- 
ranged for d.c. starting only and therefore is started 
as a compound motor with the series field on the nega- 
tive side. After the machine is up to speed the series 
field is opened and the machine then is run as a shunt 
inverted converter in order to give proper speed con- 
trol. The rotary then feeds into the a.c. service 
through step-up transformers to a potential of 5500 
volts. 

The alternator generates 5500 volts and is phased 
in on the regular buses. To change from an inverted 
converter to a regular converter the d.c. side is dis- 
connected and a double-throw switch is thrown, with 
changes the connections of the machine to a regular 
compound converter with the series field now on the 
positive side. The entire change is made in a moment 
by simply throwing this switch up or down with the 
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converter running from the a.c. side. The accompany- 
ing sketch shows the connections that were necessary 
to obtain this flexibility of operation. 

The same plant also contains another interesting 
unit which is somewhat flexible in its uses. It is a 
400-kw engine-driven double-current generator which 
in reality is an engine-driven rotary converter. This 
unit is sometimes operated as an alternator or as a d.c. 
generator, and occasionally it has served both systems 
at the same time. It has also been equipped with an 
extra series field coil so arranged that in times of 
necessity the machine is run as a series line booster 
on one of the long feeders. 


Maintaining Alignment of Poles 


Practically every line foreman can recall a group of 
poles with which he has had trouble on account of their 
seeming persistence in getting out of alignment. In 
most of these cases the setting of the poles has been 
done improperly or the character of the soil is such as 
to prohibit satisfactory pole line installation. A typical 
instance of such a pole line is shown in the accompany- 
ing sketch, the poles here carrying high-tension, trolley 
and auxiliary circuits, and being set too near the edge 
of the embankment to insure stable conditions. As the 
earth behind the pole becomes soft in wet weather the 
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pole has a tendency to lean away from the track, for as 
vibration at right angles to the line is set up by winds 
or passing cars the earth at X offers little resistance in a 
longitudinal direction, while that on the opposite side 
of the pole gives very little. After such a pole has once 
settled to the right from its perpendicular position its 
own weight tends to aggravate the trouble. 

To correct this condition a transmission and electric 
railway company in northern Illinois has adopted the 
expedient of attaching a guy wire to the end of the mast 
arm and to a light anchor of some type quickly and 
cheaply installed. With this wire drawn taut while the 
pole stands upright no difficulty is experienced in keep- 
ing the poles in line and the line is given an added fac- 
tor of safety against wind. 


The bureau of mines of the Department of the In- 
terior has recently issued a preliminary report, known 
as Technical Paper No. 63, based on investigations 
made on the subject of factors governing the combus- 
tion of coal in boiler furnaces. 
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New San Francisco Municipal Railway 
Cars with Mechanical Reverser Throw 


The Van Ness Avenue and Chestnut Street extension 
of the San Francisco Municipal Railway was completed 
on Aug. 4, ithe contractors thereby earning the maxi- 
mum bonus of $15,000 for completion ahead of schedule. 
Regular service on the new line, which is designed 
primarily to handle traffic to the exposition grounds, 
was commenced on Aug. 15 with seventeen of the new 
cars just received from the factory. A total of 125 of 
these cars have been ordered, and they are now being 
delivered in San Francisco at the rate of twenty-five 
per month. As fast as received they are being as- 
sembled and substituted for the old cars on the Geary 
Street line. The old cars will not be put back in service 
until the increase in traffic to the exposition requires 
their use. 

The new cars are of the California type, with semi- 
steel construction, and are finished in three-ply veneer. 
In order to increase the carrying capacity the inclosed 
section has longitudinal seats, but the car frame is 
fitted with lugs for cross-seats, which it is the intention 
to install when the rush of exposition traffic is over. 
The drop platforms on each end are ramped toward the 
sides to insure drainage in wet weather, and the center 
aisle is depressed for the use of steel mats to be flush 
with the remainder of the floor. The light wiring is 
run in open conduits, a Crouse-Hinds condulet being 
provided for each lamp outlet, so that all wiring is ac- 
cessible for repair. A switchboard mounted directly 
over the motorman’s station at each end of the car car- 
ries the terminals of .all buzzer signal lamp and pump 
circuits. 

The electrical equipment includes Westinghouse 
306-CA 50-60-hp motors with a gear ratio of 15:69 and 
HL control. This control, however, is not the original 
HL type, as it includes means to give the motorman ab- 
solute control of the car regardless of air pressure or 
energy supply. To accomplish this the reverser is 
connected by means of levers and flexible wire rope to a 
handle at the motorman’s station at either end of the 
car. In case of failure of current, with defective 
brakes, the operation of this handle throws the reverser 
so that the motors are utilized for braking power. This 
emergency device is interlocked with the control circuit 
so that in the normal position the current is fed through 
interlocking fingers to the controllers. When the re- 
verser is operated mechanically from the platform it 
opens the interlock fingers and breaks the control cir- 
cuit. Thus a car can be reversed without throwing the 
controller to the off position. The chief advantage of 
the interlocking, however, is that it prevents the acci- 
dental burning and blistering of the reverser contacts 
by making it necessary for the motorman to bring the 
car to a full stop, leave the platform, and reset the inter- 
lock fingers and the reverser at the side of the car 
before the master controller is again effective for its 
regular duties. 

Other features of the control equipment are the two 
conductor’s valves used in connection with Westing- 
house type H emergency valves. The conductor’s 
valves, which are arranged to be operated from either 
platform, connect the main reservoir with the brake 
cylinder, and at the same time operate the air sanders. 
A break in the pipe lines on either end of the car has 
the same effect as opening the conductor’s valve. 

The new cars were built by the Jewett Car Com- 
pany. T. A. Cashin is superintendent of the San 
Francisco Municipal Railway, and the cars are being 
assembled under the supervision of William C. Bendel, 
master mechanic. 
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| 
Home-Made Crew Signaling Device of | 


Bangor Railway & Electric Company 


A convenient device for calling car crews and in- 
spectors to the telephone is used by the Bangor 
(Maine) Railway & Electric Company. It is illus- 
trated in the accompanying halftone and wiring dia- 
gram, and consists of a pole box at each end of the 
line section covered, the box containing three 16-cp 
incandescent lamps wired in series and installed be- 
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hind red bull’s-eyes mounted on three sides of the 
box, so that when the lamps are lighted the attention 
of the desired employee will be more readily attracted. 
At each box is a spring switch of the single-pole, 
double-throw type. The two boxes are connected in 


series, and energy for the operation of the lamps is - 


derived from the local trolley circuit. The switch in 
each box is always on one contact or the other, and 
the wiring is so arranged that when the movement 


SIGNAL BOX OF THE BANGOR (MAINE) RAILWAY & ELECTRIC 
COMPANY AS INSTALLED ON A STREET POLE 


of the other switch from one contact to the other 
throws a current through the six lamps the inspector 
or car crew is called to a telephone located in the 
box. One switch contact in each box is connected to 
the trolley and the other to ground, and it is im- 
possible for the switch to short-circuit the line. In 
times of irregular car service over the single-track 
line thus equipped it is often a great convenience to 
be able to call up the car crew or the downtown in- 
spector after a car has entered the section concerned, 
and to give orders or find out the situation reeardiae 
the prospective movement of traffic. 
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Wheel Press Recording Gage 


The possibilities for securing exact results in elec- 
tric railway shopwork are demonstrated again by the 
use of gages to insure the perfect mounting of wheels 
on axles. These gages give a graphic story of how the 
work was done, disclosing immediately such defects as 
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TYPICAL RECORDS OF GOOD AND BAD WHEEL FITS 


improperly finished axles, loose wheels and excess pres- 
sures. The gage made for these purposes by the Ashton 
Valve Company, Boston and Chicago, is shown in one of 
the accompanying cuts, and sample records of good and 
bad work are shown in another view. The upper curve 
shows a perfect wheel fit for 5%-in. bore, hub 7 ft. 
long, with 7 tons pressure per inch of bore applied 
gradually in proportion to the travel of the wheel on the 
axle. The lower curve shows a bad wheel fit because 
a 30-ton pressure was applied for the first 11% in. of fit 
_ leaving only 7 tons additional pressure for the remain- 
ing 31% in. so that the wheel fits only on the side of the 
hub first forced on the axle. 

The graphic gage is the combination of a hydrau- 
lic pressure gage and a recording device. The lat- 
ter operates automatically in conjunction with the 
former, furnishing on a continuous record roll a dia- 
gram of each pressure application and means for regis- 
tering opposite each diagram such information as may 
be desired to identify the wheel number, fitter and 
pressman. The record roll has a capacity of 300 dia- 
grams, or 150 pairs of wheels. It can be readily re- 


WHEEL PRESSURE RECORDING GAGE 


moved for filing when complete, and a new roll inserted 
without any appreciable loss of time. 

Included with the equipment of each gage are the fol- 
lowing accessories: 

A %-in. hydraulic relief valve to protect the machine 
from any excessive over-pressure; a 14-in. pulsating 
check valve to protect the gage spring and both the 
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registering and recording hands from sudden fluctua- 
tions in pressure; a 14-in. lock-up stop cock to be used 
as a shut-off when demounting wheels; a graduated 
scale with which each diagram can be measured for 
both the length of the fit in inches and the pressure at 
each corresponding point in tons on ram. Each 1/16-in. 
open space in vertical base line of the diagram repre- 
sents a l-in. length of fit on the axle. The pressure 
record is measured horizontally from the readings on 
the scale; instruction data. ; 

This gage can be adapted for use on any single ram 
wheel press, provided the diameter of the ram is known. 
All gages are graduated to a maximum of 150 tons pres- 
sure unless otherwise specified. 


Pawl and Ratchet Principle Self-Locking 
Nut 


By taking advantage of the pawl and ratchet prin- 
ciple, and applying it to an ordinary nut and bolt, the 
Daniel Safety Device Company, Chicago, IIl., has re- 
cently put on the market a new type of self-locking nut. 
The application of the pawl and ratchet principle to the 
nut is quite simple and embraces a spring steel pawl 
swedged into a pocket pressed into the nut when it is 
made. As shown in the accompanying illustration, this 
pawl occupies only a portion of the nut depth, and its 
size is varied so that it may be applied to any nut, from 
the smallest to the largest. 


SELF-LOCKING NUTS, SEPARATE AND APPLIED 


The angle of the pawl to the thread is such that as 
the nut is turned onto the bolt the pawl rides freely on 
the bolt threads. If an attempt is made to reverse the 
nut the sharp edge of the pawl immediately bites into 
the bolt thread, thus effectively locking the nut against 
loosening. Vibration acts only to tighten the nut, since 
a reverse movement merely causes the pawl to cut a 
deeper recess for itself in the thread. In actual service 
it has been found that when a bolt stretches, vibration 
tends to cause this nut to take up the extra length. 

The “Bulldog” self-locking nut, as this pattern has 
been named, is made in several types. Thus the type for 
trackwork is not provided with an arrangement for re- 
leasing the pawl, since it was believed that few trackmen 
take the time to unscrew a nut when it is necessary to 
remove an angle-bar. However, if it is desired to make 
provision for unlocking the nut, the pawl may be set on 
the outside of the nut instead of the inside, in which 
position the pawl may be released by inserting a nail 
behind it. For high-grade machine work the same prin- 
ciple is employed but the pawl is set in a pocket on the 
inside of the nut. This pocket, however, is pierced by 
a hole from the face of the nut to permit the insertion 
of an unlocking key. Besides serving as a lock, the pawl 
also prevents anyone from applying the nut in the 
wrong position. If the back and the base of the nut are 
reversed, the pawl engages with the threads ‘as it is 
turned onto the nut. 


The electric railway mail cars formerly used by the 
Post-office Department in Brooklyn, N. Y., have been 
supplanted by twelve automobile trucks. 
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HAZLETON STRIKE SETTLEMENT 


Company Issues Statement to Public Giving Facts in Regard 
to Terms 


In order to make the position of the company clear with 
reference to the declaring off of the strike of employees, 
Alvan Markle, president of the Lehigh Traction Company, 
Hazleton, Pa., issued the following statement to the public 
on Aug. 24: 

“It was the hope of the Lehigh Traction Company, when 
the strike was officially declared off, that the public an- 
nouncement of the fact would not be accompanied by any 
declaration that might tend, in the slightest degree to com- 
plicate the present status or future relations between the 
company and its employees. Our hope has not been realized. 
The statement published in the press and the inferences 
drawn therefrom by the press and public are quite mis- 
leading. They give rise to a false impression concerning 
the status of the recent striking employees with the com- 
pany and its obligations to them. 

“Tf these statements were persisted in and these false im- 
pressions permitted to remain, they would only serve to 
confuse and complicate the future and become the subject 
of renewed strife. For that reason this statement is issued 
and we hope it will be the last. 

“When Mr. Colgan sought on Aug. 17 to learn the atti- 
tude of the Lehigh Traction Company toward the men on 
strike, we informed him it was fully expressed in our public 
statement of July 16 and particularly by the following para- 
graph: 

““We say to you, our former employees, that there are 
vacancies open to a considerable number upon the lines of 
the Lehigh Traction Company. We say to every one of you 
who is worthy of confidence that we will be glad to receive 
your application and place you at work as soon as the cir- 
cumstances warrant. ,No one will be discriminated against 
because of union affiliations. . We regret that all 
worthy employees cannot be taken back at this time. We can- 
not repudiate our existing contracts with our present em- 
ployees. . . .’ 

“We stated to Mr. Colgan at that time that this was still 
our position. To him and to others who came we repeated 
it. And the last authoritative utterance that came from 
this company upon the subject to him and all others was 
this: ‘We stand to-day in that position. We will neither 
advance nor recede from it.’ 

“This statement now governs this company in meeting the 
present conditions and will continue to control its action in 
the future. At no time did this company agree to the state- 
ment that ‘all men except three will be given employment.’ 

“It will carry the above out generously in letter and spirit. 
But it has not agreed to more, nor will it permit such im- 
pression to be created. It would perhaps be easier at this 
time to remain silent and let the future solve its own prob- 
lems. But it would not be honest or fair to the public, to 
the men, nor to ourselves. Hence, this statement to set the 
present conditions aright and guard against misunderstand- 
ing in the future.” 

The distinct understanding had with the committee of 
former employees of the company, together with one of the 
national board members of the organization, was that while 
the men were on strike none would be considered for posi- 
tions on the line. If the men desired to declare the strike 
off the company announced that it would, when vacancies 
occurred, consider for employment any men in whom it had 
confidence. At no time did the company agree to reinstate 
all but three men. 

On Jan. 1 the company discharged five men who were on 
the committee, representing five-sévenths of said committee, 
because they broke faith with the company. At no time did 
the company change its position. These men will not be 
taken back, but such other men who while on strike were 
honest with the public and fair to the company will be con- 
sidered as vacancies occur. The company has at present a 
full complement of men under contract who will not be dis- 
charged without cause. The officers do not, of course, know 
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at this time when there will be any vacancies, but they have 
notified a committee of the men that when these vacancies 
occur selections will be made from the old men if they can 
honestly be considered before new men are employed. 


INTERBOROUGH COMPANY PROGRESS 


System of 85 Miles of Subway and 117 Miles of Elevated 
Handles 651,886,671 Passengers for Year 


The general remarks contained in the annual report of 
the Interborough Rapid Transit Company, New York, N. Y., 
for the year ended June 30, 1914, touch upon traffic carried, 
the company’s financing and new subway construction prog- 
ress. The company operates all the elevated railway and 
the subway lines in Manhattan and Bronx boroughs and 
the present subway extension into Brooklyn. The system 
comprises 117 miles of elevated railway and 85 miles of sub- 
way. In regard to the matters previously mentioned, Theo- 
dore P. Shonts, president of the company, says in the report: 

“The increase in the net corporate income of your prop- 
erty for the fiscal year ended June 30, 1914, is greater than 
during the previous year, notwithstanding the general de- 
pression.in business conditions, which has resulted in almost 
universal decreases in railroad earnings throughout the 
country. While a small part of this increase resulted from 
interference to surface line traffic by snowstorms during the 
winter, the net result nevertheless establishes in no uncer- 
tain degree the stability of the earning power of the rapid 
transit lines in Greater New York, and furnishes an excel- 
lent barometer of the basic value of their securities. 

“That this stability of earning power attaches to new 
rapid transit lines as well, the new mileage creating a cor- 
responding increase in travel commensurate with the addi- 
tional facilities furnished, is evidenced by the number of 
passengers carried per annum at the end of each ten-year 
period since the opening of the elevated lines for operation. 
In 1874 the Manhattan Elevated Railway carried 796,072 
passengers, in 1884 it carried 96,702,620 passengers, in 1894 
it carried 196,159,323 passengers, in 1904 it carried 286,- 
634,195 passengers, while in 1914 the elevated and subway 
lines carried 651,886,671 passengers, an increase of approxi- 
mately 100,000,000 passengers for each of the ten-year 
periods during which the facilities were not appreciably in- 
creased, and an increase of 365,000,000 passengers during the 
period of subway operation. The increase in mileage during 
this last ten-year period, by reason of the construction of 
the subway, was approximately 70 per cent, while the in- 
crease in the number of passengers carried was 127 per cent. 
Thus the new mileage not only created new traffic equiva- 
lent, per mile of road, to the old, but the increase in the 
number of passengers carried on the combined mileage was 
greater per mile of road than during any previous ten-year 
period. This illustrates, as nothing else can, that while the 
increase in population bears its due relation to the increase 
in traffic, the number of rides per capita per annum increases 
in proportion as the facilities for travel multiply. _ 

“Your company’s agreement with J. P. Morgan & Com- 
pany for the purchase of not exceeding $170,000,000 of its 
5 per cent bonds, the proceeds to be used for refunding the 
company’s obligations and making its contribution toward 
the construction and equipment of new subways and ele- 
vated extensions, has been modified by a reduction of the 
company’s actual requirements. For the calendar year 1913 
the requirements of your company amounted to only $68,- 
658,000 instead of $78,000,000, as mentioned in last year’s 
report. This reduces the total number of bonds to be sold 
for the purposes above mentioned by $9,342,000, making a 
reduction in your company’s estimated capital obligations 
to that extent. In addition to the above reduction your 
company has the option of still further reducing the total 
amount of bonds to be sold by such amounts as may be 
found available to the company from other sources for the 
discharge of its obligations under contract No. 3, and the 
Manhattan and Interborough certificates. 

“Under the terms of contract No. 3 the city, through the 
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Public Service Commission, has engaged to construct the 
new subway lines and lease them to your company for oper- 
ation. In awarding the contracts for this construction, the 
city’s aim has been to place the trunk lines and tunnels 
under contract in advance of the outlying extensions, so that 
the entire system may be completed, as nearly as possible, 
at substantially the same time. 

“The Lexington Avenue line from Forty-second Street to 
152d Street is entirely under contract and the construction 
work well advanced. The plans and contract for the short 
diagonal connection with the present subway at Forty-second 
Street are about completed and the work will be advertised 
at an early date. The Seventh Avenue line extending from 
Forty-second Street to South Ferry is completely under 
contract, and the work on most of the sections is well under 
way. The new Brooklyn extension branching from the 
Seventh Avenue Line at Park Place and extending under 
the Post-office, William Street and the East River to the 
Borough Hall Station in Brooklyn, is partially contracted 
for. The contract for the tunnel under the East River has 
been awarded and the work is now under way, and the con- 
tract for the extension from Clark Street under Fulton 
Street to the Borough Hall Station of the existing subway 
is now being advertised. Plans and contracts for the sec- 
tions under the Post-office and William Street, though some- 
what retarded by the protracted negotiations between the 
city and the federal authorities for the right to pass under 
the Post-office Building, have now been completed and the 
contracts are about to be advertised. As soon as these two 
sections and the diagonal connection at Forty-second Street 
are awarded, the two principal trunk lines in the Borough 
of Manhattan and the extension to Brooklyn will be com- 
pletely contracted for. . 

“The work on the extension in the Bronx is also well ad- 
vanced. The Jerome Avenue line extending from 157th 
Street to Woodlawn Road is under contract, and all of the 
sections of the White Plains Road line from Bronx Street to 
241st Street have been awarded and the work is well under 
way. The Southern Boulevard line branching from the Lex- 
ington Avenue line at 138th Street has also been placed 
under contract as far as Bancroft Street. 

“The contract for the reconstruction of the Belmont Tun- 
nel has been awarded and the work is nearing completion. 
As soon as completed the tunnel will be available for tem- 
porary operation, as contemplated under contract No. 3. 
The extension from Van Alst Avenue to Queensboro Bridge 
is also under contract, as well as the lines to Astoria and 
Corona. 

“The extension of the present subway from Atlantic Ave- 
nue, Brooklyn, up Flatbush Avenue to the Park Plaza has 
been placed under contract and the work commenced, but 
none of the other Brooklyn lines have yet been awarded. 

“All of the additional third tracks authorized by the cer- 
tificate to the Manhattan Railway have been fully legalized 
by the orders of the Appellate Division in lieu of property 
owners’ consents, and a general contract covering the work 
has been made. 

“Progress has also been made in the preliminary work on 
the elevated extensions and connections.” 


WAGE ARBITRATION FINDING 


New York State Railways Employees Awarded Slight In- 
crease Dating Back to May 1 


In the matter of the arbitration concerning rates of wages 
between the New York State Railways and the Amalga- 
mated Association of Street and Electric Railway Employees 
of America, through its divisions at Rochester, Schenectady, 
Syracuse and Utica, Charles P. Neill, Thomas Spratt and 
James E. Roach, arbitrators, found as follows .on Sept. 4: 

“We, the undersigned, Charles P. Neill, Thomas Spratt 
and James E. Roach, selected under and pursuant to the 
agreement of arbitration entered inte by the above-named 
parties by written agreement, bearing date of May 21, 
1914, beg to report that we have been attended by the re- 
spective parties and their representatives and attorneys, 
have heard the testimony and the arguments by respective 
counsel, and after due deliberation we find and award that 
the rate of wages to be paid by the said company to its said 
employees for a period of one year, being from May 1, 1914, 
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to May 1, 1915, be increased by the payment of an additional 
1% cents per hour over and above the rates respectively 
paid Immediately prior to May 1, 1914, to all of the em- 
ployees designated in said agreement of arbitration who 
have heretofore been paid by the hour and that a propor- 
tionate Increase of wages be paid also to such employees as 
have been paid by the week or the month for the same 
period above given. 

“We also find and award that where conductors or motor- 
men are used as flagmen on work or utility trains they shall 
be paid their platform rate. We beg further to add that we 
have noted with great pleasure that the best and kindliest 
feelings exist between the officers and employees and we 
earnestly hope that this condition of mutual good-will may 
continue for the time to come, as we believe it to be for the 
best interest of all, including the patrons of this important 
public utility. Lastly, we hand down this decision to the two 
parties respectively with the hope that, while it may not be 
acceptable as a whole to either party, it will be accepted 
and carried out in good spirit by both parties in the belief 
that it is our best joint expression of justice in the matter 
of this arbitration.” 

The working agreement between the New York State 
Railways and its employees expired last April. The men 
asked for an increase in pay from the maximum limit of 
26% cents an hour to 385 cents, basing their claims on the 
increased cost of living. The company agreed to make a 
substantial advance provided the new schedule extend over 
a period of three years. This proposition was refused. 
Later the company agreed to a slight increase for the cur- 
rent year. Numerous conferences were held without an 
agreement. As a last resort an arbitration board was ap- 
pointed, consisting of Thomas Spratt, Ogdensburg, repre- 
senting the company; James E. Roach, Schenectady, for the 
employees, and Charles T. Neill, former State Labor Com- 
missioner, as the third member. Hearings were held by the 
arbitration board in Utica, Syracuse, Rochester and Sche- 
nectady since July 1. 


LOANS TO SAN FRANCISCO EMPLOYEES 


The United Railroads, San Francisco, Cal., has under 
consideration a plan for making loans to its employees to 
meet emergencies and contingencies against which its men 
have been unable to provide. Jesse W. Lilienthal, president 
of the company, is quoted in this connection in part as fol- 
lows: 

“The details of the plan are about ready to be announced. 
I am free to give the underlying reasons which have 
prompted the company to test the plan. I believe it is a 
wise and proper thing to do, because I do not believe that 
any corporation gets the best of service from employees 
who are worried or bothered about financial matters. Any 
man who is working steadily for a fair rate of remunera- 
tion should have some place to go when he needs an accom- 
modation. I recognize that at the present time the salary 
loan man is about the only source of money for many 
worthy men. The banks will not loan to these people and 
many of them have no direction in which to turn. Yet they 
are honest and in many instances, due to illness and other 
good reasons, their need for accommodation is great. There 
is no reason why such people should pay exorbitant rates 
of interest. Surely character is an asset. 

“The United Railroads will have a department to which 
its employees who need money may turn. If the record of 
the applicant is good, if the requirement is a legitimate 
one, there will be no necessity for this employee to go 
further for money, because it will be supplied. The mode 
of repayment will be easy and plenty of time will be al- 
lowed. In other words, the aim of this department will be 
to meet a demand that I am sure exists among salaried 
people everywhere. P 

“T am just enough of a believer in human nature to think 
that with this department in operation we will build closer 
relations with the employees and that any money which 
may come from this fund will be regarded as a debt of 
honor by every employee who makes use of this avenue for 
securing a loan in times of stress. If the plan of the 
United Railroads proves a success I should like to see other 
corporations adopt the same course, for I am informed that 
corporation employees are considered as especially good 
risks by the salary loan concerns.” 
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CHANGES IN PERSONNEL OF KEY ROUTE 


A number of charges have been made in the personnel of 
the San Fvancisco-Oakland Terminal Railways, Oakland, 
Cal., as a result of the inability of George C. Moore and his 
associates to carry out the plan of financing the company 
agreed upon when Mr. Moore succeeded to the interest pre- 
viously held in the company by F. M. Smith. Mr. Moore had 
arranged to interest capital in Europe in his plans, but the 
war has prevented him from carrying out the details of the 
undertaking. Under the new administration the major por- 
tion of the old staff of the company under W. R. Alberger 
has been reinstated, and it is thought that local capital in 
San Francisco will become interested. It is stated unofficial- 
ly that the construction work will be continued just as had 
been planned in so far as this is feasible. A. W. McLimont, 
general manager of the company, has been succeeded by W. 
R. Alberger as vice-president and general manager. Robert 
Morrison, Jr., secretary and assistant treasurer, has been 
succeeded by Angus Clark, assistant secretary, and F. W. 
Frost, assistant treasurer. George H. Harris continues with 
the company as general superintendent. E. M. Boggs con- 
tinues with the company as chief engineer of docks and 
wharves. George H. Binckley continues with the company 
as chief engineer of maintenance of way. F. W. Brown, 
traffic manager, is succeeded by J. H. Brown. W. E. Hend- 
ley, in charge of the efficiency department, is succeeded by 
U.S. Sliter. L. B. Cramer, electrical engineer, is succeeded 
by H. P. Bell. Pomeroy Ladue, purchasing agent, has been 
relieved and purchases will hereafter be handled through the 
office of the general manager. 


REHEARING ASKED IN HOCKING VALLEY CASE 


The Hocking Valley Railroad has applied to the Ohio Pub- 
lic Utility Commission for a rehearing of the case in which 
it was recently ordered to resume the operation of electric 
service on the Jackson Wellston belt line. Of the fourteen 
reasons assigned for the rehearing, the most important per- 
haps is that the Commission does not have jurisdiction to 
designate the kind of service that a utility shall furnish and 
that the steam train service substituted for the interurban 
service is adequate to the needs of the community. The 
Hocking Valley Railroad operated the electric line for eight- 
een years in connection with its steam railroad. It also 
developed power business along the line, but abandoned the 
service and deprived the users of current. 

The commission held that after a railway has gone into a 
community and supplied it for years it cannot withdraw at 
will and leave the community without the service. That 
part of the company’s property is suffering a loss just now 
was not considered sufficient grounds for the abandonment 
of the service. 


PROGRESS ON NEW YORK RAPID TRANSIT 
CONTRACTS 


According to the report of Robert Ridgway, acting chief 
engineer of the Public Service Commission for the First 
District of New York, for the month ended Aug. 15, satis- 
factory progress is being made generally on all rapid tran- 
sit contracts. Construction work is proceeding actively in 
the boroughs of Manhattan, Brooklyn, Queens and The 
Bronx under contracts awarded by the city of New York 
to twenty-two different contracting firms, who are employ- 
ing a daily average of 13,009 men. The total contract price 
of all city contracts awarded to date is $135,910,269, and in 
addition to this the Interborough Rapid Transit Company 
and the New York Municipal Railway Corporation have 
contracts under way to the extent of about $15,000,000 
under contractors employing about 2,400 men. While the 
chief engineer says nothing as to the date of the begin- 
ning of operation on any of the lines, it is apparent from his 
report that the Fourth Avenue subway in Brooklyn and the 
Steinway tunnel from Manhattan to Long Island City will 
be the first parts of the dual system to be placed in oper- 
ation. The outlook is that operation of both these lines 
will begin shortly after the first of the coming year. At 
about the same time it is also expected that the two addi- 
tional tracks in the Centre Street loop subway not now 
operated will be ready for use, and that the connection of 
that subway with the Brooklyn and Manhattan bridges will 
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be completed. It is now connected only with the Williams- 
burg bridge, over which Brooklyn elevated trains have been 
running into and through the loop subway for the last 
year. 


CONSTRUCTION AND ROUTING PROBLEMS IN 
CLEVELAND 


Application has been made to the City Council of Cleve- 
land, Ohio, by the Cleveland Railway for permissien to 
erect a building at Superior Avenue and East 123d Street 
to be used as division offices, clubhouse and carhouse. The 
resolution granting the request has been referred to the 
street railway committee. The cost of the building is esti- 
mated at $128,000. 

Director of Public Service Sidlo has requested the com- 
pany to lay tracks on East Ninth Street from St. Clair 
Avenue to the lake front in order to take care of the pas- 
senger service to the new boat piers which will be com- 
pleted in the spring. This will probably be commenced 
within two weeks. 

Trouble has arisen over the routing of the West Four- 
teenth Street cars and Mayor Baker has come forward with 
a plan that will probably prove satisfactory. Peter Witt, 
street railway commissioner, opposed a plan that the City 
Council proposed to adopt. 

The charge of 1 cent for transfer was restored on Sept. 
1. The change went into effect without active opposition 
and the charge will continue until the interest fund reaches 
$700,000. It is estimated that this will require something 
like a year. 


New Pennsylvania Line Opened.—The West Side Electric 
Street Railway has been placed in regular operation be-— 
tween Charleroi, Bentleyville and Ellsworth, Pa. Hourly 
service is maintained: The line is 11 miles long. 


Tacoma’s Proposed Municipal Railway.—The first bids 
for work in connection with the construction of the pro- 
posed municipal railway in Tacoma, Wash., have been 
opened. They are for pile-driving. While the contract will 
probably be awarded to the lowest bidder, it will not be 
signed until the bonds voted for the line have been sold. The 
bids for the bonds will be opened on Sept. 19. Commis- 
sioner of Public Works Woods will receive bids until Sept. 
14 for the special work and rails. 


Power Station Plans Approved.—The plans and memo- 
randa presented by the Buenos Aires Western Railway, 
Buenos Aires, Argentina, relative to the erection of an elec- 
tric power station on a site between the River Plata and 
the canal of the second section of the South Dock (east 
side) have been approved by the government. This station 
is to supply the energy required for electrification of the 
company’s suburban service between Plaza Once and Moreno 
and also to the tunnel route to the port of Buenos Aires. 


Interchange of Transfers Urged in San Francisco.— 
The exposition committee of improvement clubs has ad- 
dressed the Board of Supervisors of San Francisco, Cal., 
urging that an agreement be entered into between the city 
and the United Railroads for the exchange of transfers to 
facilitate travel during the exposition period. The matter 
has been referred to the public utilities committee and 
Sept. 16 was set as a date for hearing the improvement 
clubs on the subject. The committee also suggests that the 
United Railroads, upon some basis to be worked out, be 
given the right to route its cars over the tracks of the 
Geary Street Municipal Railway. 


Special Issue of “Manufacturer’s Record.”—The issue of 
the Manufacturers’ Record of Baltimore for Sept. 3 was a 
special edition in two sections. Part I was the regular 
weekly issue and Part II a special illustrated supplement 
devoted to the upbuilding work in progress in the city. 
Since the great fire, ten years ago, some hundreds of 
millions of dollars have been expended in broad constructive 
work in the rebuilding of Baltimore. The story of how 
this has been done and of the work now in prgress appears | 
in full in Part II. Two pages:and a half of the issue are 
devoted to the work of the United Railways & Electric Com- 
pany in rebuilding and maintaining its system. Six halftone 
illustrations show some phases of the company’s work. 
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d Flood in Manila Interrupts Electric Service.—Electric 
lighting and street railway service in Manila, P. I., was 
partially interrupted on Sept. 2 and 3 by a flood resulting 
from recent typhoons. According to cable advices received 
from the Manila Electric Railway & Light Company by 
The J. G. White Management Corporation, New York, N. Y., 
operating manager of the company, parts of the company’s 
generating plant were under water, the operation of the 
street railway was interrupted part of one day and con- 
siderable difficulty was experienced in maintaining full elec- 
tric service. On Sept. 3 seventy-five cars were operated. 
Normal service was resumed on the following day. Aside 
from slight damage to a few cars and to roadbed of the 
street railway the company suffered little loss. 


_ Opportunity in Bahamas.—W. F. Doty, United States 
Consul at Nassau, New Providence, Bahamas, writing to 
the bureau of domestic commerce, Department of Com- 
merce, says: “An electric street-car system in Nassau and 
vicinity would probably be profitable, as have others in small 
tropical communities. Storage-battery cars would make the 
cost of equipment low. Twenty cars might be sufficient to 
start with for the city. Later the line might be extended 
along the western shore to The Caves, Orange Hill, Old 
Fort, and even to Clifton and Southwest Bay. Several 
hundred carriages now ply the streets and charge 12 cents 
per passenger for even two or three blocks. In the heat 
along unshaded streets one prefers to pay this high fare 
rather than walk. Improved transportation facilities are 
therefore needed.” 


New Haven Dissolution Decree.—The negotiations that 
have been in progress between the Department of Justice 
at Washington and the New York, New Haven & Hartford 
Railroad appear to have reached the point of an “agreed 
decree” that the company shall dispose of its Boston & 
Maine stock within a year, or failing that, the courts of 
_Massachusetts shall determine the basis upon which the 
divorce shall be consummated. In the general plan are in- 
cluded separation of the New Haven from its ownership of 


the electric railways in Connecticut and Rhode Island, con- ~ 


trolled by the Connecticut Company and the Rhode Island 
Company, respectively, but the fate of its Long Island 
Sound steamship holdings is left to the discretion of the 
Interstate Commerce Commission. The new Attorney Gen- 
eral has expressed a wish that the civil suit that has been 
pending shall be settled at the earliest possible moment. 


Ohio Valuation Committee in New York.—A committee 
composed of R. R. Stevens, representing the Ohio independ- 
ent telephone companies, Robert Lindsey of the Cleveland 
Electric Illuminating Company representing the gas and 
electric companies, Allard Smith representing the Cleve- 
land Telephone Company, Frank C. Dunbar, representing 
the Ohio companies of the American Telephone & Telegraph 
Company and F. W. Coen, vice-president and general man- 
ager of the Lake Shore Electric Railway, representing the 
electric railways of Ohio, has been in New York for several 
days on matters connected with the valuation of public util- 
ities ordered by the Ohio Public Utility Commission. By or- 
der of the commission every utility in the State must, be- 
fore Jan. 1, make and file with the commission a certified 
valuation of all its property. The utilities selected this 
committee to arrange schedules and to formulate methods 
of valuation. 

Survey Motor Truck Boulevard from City to Port of Los 
Angeles.—In order to reduce the cost of transporting 
freight from Los Angeles proper to its water front, it is 
proposed to build a concrete-paved highway 30 ft. wide 
specially for the use of automobile trucks. On Aug. 24 
the board of supervisors instructed the county road com- 
missioner to survey the proposed route and submit a report 
estimating the cost of the road. The route proposed is 
expected to take the auto trucks away from the roads over 
which the lighter vehicles would naturally travel and runs 
‘through the logical industrial and warehouse district. The 
plan is to begin at Seventh and Alameda Streets and run 
in a straight line through Vernon and Compton to the 
harbor front, a total of 18 miles. Interests which have 
been active in securing a favorable move in this matter 
are the Automobile Club of Southern California, the Job- 
bers’ Association, the Wilmington Chamber of Commerce 
and the Harbor Truck Association. 
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Decision in Seattle Franchise Case.—Judge Jeremiah 
Neterer in the Federal Court at Seattle, Wash., recently de- 
clared valid the franchise of the Seattle, Renton & Southern 
Railway. This franchise was repealed by the City Council 
in December, 1910. By the same ruling the city of Seattle 
acquires the right to connect the tracks of Division “A” of the 
municipal car line with the tracks of the Seattle, Renton & 
Southern Railway and operate its cars over the line of the 
latter on Fourth Avenue. The city also may order the im- 
provement of streets over which the Renton line is routed, 
and may compel the company to conform to these improve- 
ments in the construction of its tracks. If the City Council 
still desires to have municipal cars run into the downtown 
districts from Division “A” and the Lake Burien line, the 
Seattle, Renton & Southern Railway, under its franchise, 
must grant common user rights to the city. Under the 
decision the city will have access for Division “A” cars to 
the Union Depot and to the station of the trans-continental 
lines which operate into Seattle. 


Public Utility Legislation in Alabama.—Although the 
next session of the Alabama Legislature will not be held 
until January the political platform builders are predicting 
the trend that legislation will probably take. The Birming- 
ham Age-Herald recently discussed the prospects for public 
utility legislation in part as follows: “Probably one of the 
most important questions which will come before the next 
Legislature is the establishment of a public utility com- 
mission. Such a commission would have powers similar to 
those of the present Railroad Commission, though much 
wider in scope. For instead of railroads and street rail- 
ways, the utility commission would have supervision over 
all public service corporations, such as water power and 
electric companies, steamship lines, telegraph and telephone 
companies, ferries and all other public utility concerns. 
That the next Legislature will endeavor to establish a pub- 
lic utility commission there is little doubt, and it is also 
probable that the state lawmakers will attempt to make the 
members of the commission appointive rather than elective.” 


Official Opening of New Utah Line.—The official opening 
of the Salt Lake & Utah Railroad between Salt Lake City 
and Provo, Utah, took place the last week of August, al- 
though electric trains were placed in operation between the 
two cities on July 24, as noted in the ELECTRIC RAILWAY 
JOURNAL of Aug. 8, page 271. The celebration was under 
the direction of the Provo Commercial Club. Governor 
William Spry, the mayors of all the cities along the line of 
the new road and many other prominent citizens were 
among those who participated. The celebration ended with 
a banquet, where covers were laid for 200 guests. W. C. 
Orem, president of the company, and his associates were 
complimented and congratulated on the completion of the 
road. The line now in operation is 48.5 miles long. It will 
be extended southward from Provo to Payson, Utah, 20 
miles. Connections are made at Salt Lake City with the 
Salt Lake & Ogden Railroad, thus giving electric service 
from Provo to Brigham City, Utah, a distance of almost 
100 miles. A joint terminal building will be erected at 
Salt Lake City. 

Disbursements for Rapid Transit Work in New York.— 
The Public Service Commission for the First District of 
New York has furnished the Department of Taxes with a 
statement of the disbursements made by the city of New 
York for rapid transit purposes from the beginning of the 
existing subway work to June 30, 1914. The statement 
also shows the disbursements for the first six months of 
1914; by which it appears that the city of New York for 
those six months paid out on an average more than $1,650,- 
000 a month, or a total for the six months of $9,703,443. In 
addition during the same six months the Interborough Rapid 
Transit Company paid out of its contribution $560,289 and 
the New York Municipal Railway Corporation out of its 
contribution $393,005 on account of city-owned line con- 
struction. Excluding purchases of real estate the disburse- 
ments of the city for regular and extra work in rapid transit 
construction from the beginning to June 30, 1914, aggregate 
$100,338,171, of which more than $48,000,000 is chargeable 
to the existing subway. These figures represent actual 
disbursements. The total amount of contracts awarded by 
the city to Aug. 15, 1914, aggregated $135,910,269 on the 
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Financial and Corporate 


RECENT FINANCIAL TENDENCY 


Stock Exchange, Customs, Foreign Exchange and Railroad 
Problems Reviewed Briefly 


Suggestions continue to be advanced looking toward the 
resumption of business on the New York Stock Exchange. 
Such ideas as have been put forward, however, are by no 
means unanimous. It is not intended here to review any con- 
siderable number of such plans. Two examples will suffice 
to illustrate the divergence of the views which have been ex- 
pressed lately. The Financial and Commercial Chronicle 
recommends a $500,000,000 banking syndicate to take over at 
private sale the foreign holdings of American securities that 
remain to be liquidated. Under the plan suggested this syn- 
dicate would not engage to sell on the Stock Exchange at all, 
but would place the securities taken over with moneyed peo- 
ple with an appreciation of the value of the securities offered 
for sale. 

On the other hand M. E. de Aguero, president of the Con- 
solidated Exchange, thinks that the solution of the problem 
of resuming trading might be found in Congress authorizing 
the Secretary of the Treasury to issue treasury notes not to 
exceed $5,000,000,000 to acquire dividend and interest paying 
stock and bonds held abroad, the return on such securities to 
be converted into a sinking fund to retire a corelative amount 
of the treasury notes. Following the retirement of all the 
notes at the end of twenty years the income could be ap- 
plied to the general uses of the government. 

Another question of pressing concern is the one of over- 
coming the problem of the dwindling customs returns and of 
keeping the treasury unimpaired. The customs revenues for 
August fell off $10,629,538 as compared with August, 1913. 
President Wilson has estimated that with a continuation of 
this decrease in the same proportion for the current fiscal 
year there would be a loss in customs revenues of from $60,- 
000,000 to $100,000,000. He is opposed to borrowing and has 
suggested taxation as the alternative. 

Addressing Congress the President recommended that 
“such source of revenue be chosen.as will begin to yield at 
once and yield with a certain and constant flow.” In this 
connection taxes were first suggested on magazines, gaso- 
lene, beer, patent medicines, soft drinks and railroad and 
amusement tickets. On Sept. 8 the Democrats of the House 
ways and means committee completed their deliberations 
over the emergency tax measure. It was said at the time 
that the majority favored the raising of the present income 
tax and its extension to include incomes of $2,000 of unmar- 
ried persons and $3,000 of married persons. On Sept. 10 it 
was announced, however, that the new bill would be intro- 
duced on Sept. 11 and that it would provide for a tax of 3 
per cent on railroad freight, from which it is estimated $65,- 
000,000 will be realized annually, an additional tax of 50 
cents a barrel on beer, which will bring in about $33,000,000, 
and a tax of 20 cents a gallon on domestic wines, the proba- 
ble yield of which will be $9,000,000. 

The committee appointed on Sept. 4 by the conference of 
clearing house delegates to solve the foreign exchange prob- 
Jem completed its report on Sept. 5 and submitted it to the 
comptroller of the currency. This committee, of which 
James B. Forgan, Chicago, is president, reeommended that 
the banks be requested to contribute to a gold fund of $150,- 
000,000, of which $25,000,000 would be immediately paid into 
the depository of the Bank of England in Canada, the re- 
mainder of the amount to be payable subject to call. J. P. 
Morgan and Jacob H. Schiff conferred on Sept. 10 with Sec- 
retary of the Treasury McAdoo and the Federal Reserve 
Board in regard to this plan. The official announcement 
which Mr. McAdoo made following the conference was con- 
cluded with the statement that “the board has not yet taken 
any action in the matter, but has the whole situation under 
advisement.” It is said, however, that members of the Re- 
serve Board expressed approval of the Forgan plan in prin- 
ciple, but found it difficult to arrange the details for carry- 
ing it out. The New York bankers told the members of the 
board that a syndicate had been formed with the banking 
houses of J. P. Morgan & Company and Kuhn, Loeb & Com- 
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pany to take charge of the maturing obligations of New 
York City within the next two months, amounting to $82,- 
000,000. It was explained that the New York syndicate had 
done, or was preparing to do, precisely what the Forgan 
committee recommends should be done by the bankers gen- 
erally throughout the country. 

In connection with the matter of restoring normal market 
conditions for international exchange David Lloyd-George, 
Chancellor of the Exchequer of England, announced on Sept. 
4 that the Bank of England would provide acceptors with the 
funds necessary to pay at maturity all bills contracted be- 
fore the moratorium was declared, acceptors to be under 
obligation to collect from their clients as soon as possible 
the funds due them and apply such funds to the advances 
made by the bank, for which interest will be charged at 2 
per cent above the ruling bank rate. 

On Sept. 9 the President met a delegation of railroad men 
at Washington to consider the financial situation which con- 
fronts the railroads. This committee submitted two re- 
quests to the President, namely, that attention be called to 
the need for the support of railroad credits and that recog- 
nition be urged of the need for increased revenues on the 
part of “the appropriate governmental agencies,” supposed- 
ly the Interstate Commerce Commission. With the Presi- 
dent’s approval the committee issued a statement dealing 
with the problem before the railroads. This statement char- 
acterized the situation as “an emergency of a magnitude 
without parallel in history.” 

Sterling exchange was very strong on Sept. 9, cable trans- 
fers being quoted as high as $5, and demand bills at $4.99. 
The quotations on Sept. 8 were as low as $4.98 for cables 
and $4.97 for demand. It was reported that the rise was due 
almost wholly to heavy buying of exchange by the banking 
syndicate which is floating the 6 per cent notes of the city of 
New York. The statement was made on Wednesday that 
more than 140 institutions have signified their intention to 
take the new notes, which were to be issued on Sept. 11. 
The first of the city’s foreign obligations will be paid on 
Sept. 14 out of funds furnished by the purchasers of the city 
bonds. 

The first regular meeting of the Stock Exchange govern- 
ors since June 24 last was held on Sept. 9, but only routine 
business was transacted. The question of opening the ex- 
change was not discussed, according to one of the members. 


PACIFIC GAS & ELECTRIC COMPANY FINANCING 


According to the complete text of the order of the Cali- 
fornia Railroad Commission, the Pacific Gas & Electric 
Company was recently authorized to issue $5,000,000 face 
value of general refunding mortgage 5 per cent gold bonds, 
series A, maturing in January, 1942; $12,500,000 par value 
of first preferred stock; as much additional first preferred 
stock as may be necessary to exchange for original pre- 
ferred stock on and after July 1, 1916, and common capital 
stock of the par value of $1,159,800. The company is re- 
stricted from issuing the above-named bonds until it has 
secured from the commission a supplementary order specify- 
ing the minimum selling price. It must sell the first pre- 
ferred stock so as to net in cash not less than 82% per 
cent of the par value, and also dispose of the common 
stock at not less than par. 

The company is to use the proceeds from the sale of the 
$5,000,000 of bonds and the $12,500,000 of first preferred 
stock to discharge and refund its 6 per cent and its 5 per 
cent gold notes, proceeds not to exceed $7,000,000; to dis- 
charge and refund obligations incurred and reimburse its 
treasury for the acquisition of property and the making of 
improvements, proceeds not to exceed $4,586,661, and to 
cover such other capital expenditures as may be supported 
by supplementary orders from the commission. The pro- 
ceeds from the sale of the common stock are to be used for 
the reimbursement of moneys expended for the retirement 
of bonds through sinking funds from Jan. 1, 1914, to April 
30, 1914, not to exceed $40,760; to provide cash for meeting 
sinking fund payments now due and unpaid, not to exceed 
$394,376, and to provide cash for retiring bonds through 
sinking funds from April 80 to Dec. 31, 1914, not to exceed 
$724,687. Previous references to the new financing of the 
Pacific Gas & Electric Company were made in the ELECTRIC 
RAILWAY JOURNAL of July 11, July 25, Aug. 15 and Aug. 29. 
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ANNUAL REPORT 


Interborough Rapid | Transit Company 


The comparative statement of income, profit and loss 
of the Interborough Rapid Transit Company, New York, 
INDY for the years ended June 30, 1913 and 1914, follows: 
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25.87 per cent. The gross income increased $1,536,509, or 
8.72 per cent, the subway division gaining $1,341,499, or 
13.18 per cent, and the Manhattan Railway division $195,- 
099, or 2.64 per cent. The total income deductions increased 
$48,997, or 0.44 per cent. The net corporate income in- 
creased $1,487,512, or 22.75 per cent, the result of a gain 
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The gross operating revenue for the year ended June 30, 
1914, was $33,515,395, an increase of $1,017,525, or 3.3 
per cent. The net corporate income was $8,024,580, equiva- 
lent to 22.92 per cent on the capital stock of the company, 
as compared to 18.68 per cent for the preceding year, 16.07 
per cent for 1912 and 14.68 per cent for 1911. The oper- 
ating expenses were $12,902,053, a decrease of $358,690, 
or 2.7 per cent. The amount charged to operating ex- 
penses and credited to the depreciation reserve was $655,993 
below the charge for the previous year, but the expenditures 
for maintenance showed an increase of $185,757, resulting 
in a net decrease in charges for both depreciation and 
maintenance of $470,236. The cost of operation, exclusive 
of depreciation and maintenance, increased $111,546. The 
“tax refunds and other credits” for 1914 showed a decrease 
of $2,303,483, because during the year ended June 30, 1913, 
there was carried to proft and loss $2,057,033 of interest 
upon advances made to the trustees of the New York & 
Long Island Railroad to provide means for the construc- 
tion of thé Belmont tunnel. The total surplus on June 30, 
1914, was $15,214,403, as compared to $13,072,956 the year 
previous. 

The gross operating revenue gained on the subway 
division was $752,602, or 4.48 per cent, and on the Man- 
hattan Reilway division $264,923, or 1.69 per cent. The 
operating expenses of the subway division decreased 
$472,588, or 7.11 per cent, while the Manhattan Railway 
division expenses increased $113,898, or 1.72 per cent. The 
net operating revenue of the entire system was $20,613,342, 
an increase of $1,376,215, or 7.15 per cent over 1913, re- 
sulting from a gain on the subway division of $1,225,190, 
or 12.05 per cent, and a gain on the Manhattan Railway 
division of $151,025, or 1.66 per cent. 

The total amount of taxes was $2,081,948, as compared to 
$2,116.880 in 1914, a decrease of $34,932, or 1.65 per cent, 
the subway division decreasing $3.217, or 0.82 per cent, and 
the Manhattan Railway division $31,715, or 1.83 per cent. 
Income from operations increased $1,411,147, or 8.24 per 
cent, the subway division increasing $1,228,407, or 12.57 
per cent, and the Manhattan Railway division $182,740, or 
2.49 per cent. The non-operating income of the company 
increased $125,362, or 25.71 per cent, principally owing to 
the increase in interest on bank balances and loans. The 
subway division showed a gain of $113,098, or 25.7 per cent, 
while the Manhattan Railway division increased $12,269, or 


on the subway division of $1,310,003, or 26.15 per cent, and 
on the Manhattan Railway division of $177,509, or 11.61 
per cent. 

The surplus over dividends of 15 per cent (including the 
extra dividend of 5 per cent) on the capital stock was 
$2,774,580. On a basis of 10 per cent dividends for each 
year the surplus for 1914 would be $4,524,580, as compared 
to $3,037,068 for 1913, giving $1,487,512 as the gain in 
surplus over the concluding year. The operating ratio for 
1914 was 38.49 per cent, as compared to 40.8 per cent for 
the preceding year, a decrease of 2:31 per cent, the result 
of a decrease on the subway division of 4.39 per cent and 
an increase on the Manhattan Railway division of 0.01 per 
cent. The total number of passengers carried was 651,886,- 
671, as compared to 634,316,516 for 1913, an increase of 
17,570,153, or 2.77 per cent. The subway division traffic 
increased 12,941,593, or 3.95 per cent, and the Manhattan 
Railway division traffic increased 4,628,562, or 1.41 per cent. 

There was expended for maintenance throughout the 
year $3,700,513. The report gives in detail the various 
items included among maintenance expenditures, among 
which are the following: steel rails renewed on 17 miles 
of single track, 28,500 ties renewed and station platform 
extended at nine stations on the Manhattan Railway divi- 
sion; steel rails renewed on 21 miles of single track, 16,618 
ties renewed, 297 cars equipped with porcelain enameled 
sanitary hand-holds and 283 cars furnished with white 
enameled ceiling on the subway division. Additions and 
betterments for the year ended June 30 chargeable to capital 
account amounted to $233,963 on the Manhattan Railway 
division, and $115,430 on the subway division, while charges 
for improvements under the new subway system totaled 
$8,426,882. 

The report states that the substitution of heat-treated for 
non heat-treated axles is being continued and also that 
subway cars are being made more sanitary and better 
lighted by the substitution of white enameled ceilings and 
white decorations. Experiments are being continued with 
a view to providing better facilities for identifying private 
subway entrances through office buildings, etc. Along the 
lines of the new elevated construction the company has 
secured easements for approximately one third of the 
frontage affected. 

The amount expended for claims, suits and damages in 
1914 was $296,415, a decrease of $65,927. Expenses were 
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$160,148, an increase of $6,932, or a net decrease of $58,995, 
or 11 per cent. The company voluntarily settled 3094 
claims for $152,839 before any suit was brought and com- 
promised 318 suits before trial for $118,734. The total 
judgments paid during the year aggregated $24,841. The 
plaintiffs lost 71 per cent of all cases, compared to 65 per 
cent for the preceding year. The aggregate verdicts during 
the year amounted to $28,289, or $37,871 less than in 1913. 
The disbursements for claims, disputes and damages 
amounted to 0.88 per cent of the gross operating revenue, 
and expenses were 0.48 per cent, or a total of 1.36 per 
cent of the gross, compared to 1.58 per cent during 1913. 


Birmingham, Ensley & Bessemer Railroad, Birmingham, 
Ala.—The Birmingham, Ensley & Bessemer Railroad has 
defaulted interest due Sept. 1 on its $2,650,000 of first 
mortgage 5 per cent bonds dated 1911 and due March 1, 
1941. The Equitable Trust Company, New York, is trustee. 
This company operates under a ninety-nine-year franchise 
in Birmingham and under a perpetual franchise in Besse- 
mer. It has 36 miles of track in operation, with a total of 
fifty-two cars. Operation was begun in September, 1912. 

Central California Traction Company, San Francisco, 
Cal.—G. A. Starkweather has been elected a director of the 
Central California Traction Company, to succeed Walter 
Arnstein, resigned. 


Chicago (Ill.) Railways.—It is reported that no further 
payments will be made this year on the series 2 participa- 
tion certificates of the Chicago Railways, all the cash funds 
of the company being required for corporate purposes. An 
initial distribution of $2 per share was made on this class 
last February. 

Cleveland (Ohio) Railway.—Application has been made 
to the Ohio Public Service Commission by the Cleveland 
Railway for permission to issue $1,068,500 of additional 
capital stock. The proceeds are to be used to reimburse the 
company for expenditures made for extensions and better- 
ments and also to pay for further extensions that are to 
be made. 

Gary & Interurban Railroad, Gary, Ind.—Interest due 
Sept. 1 on the $350,000 of three-year 6 per cent notes of 
the Gary & Interurban Railway is in default and the Balti- 
more Trust Company, as trustee of the mortgage under 
which the notes were issued, is taking steps to protect the 
holders’ interest. Under the Indiana law stockholders can, 
it is said, be assessed without foreclosure, and failure to 
pay the assessment within the prescribed time subjects 
them to forfeiture of their stock. Acting under this law, 
the company has called upon the stockholders for the pay- 
ment of an assessment of 10 per cent within sixty days. 
Since there is $4,750,000 of stock on the Gary & Interurban 
Railroad outstanding, the assessment equals $475,000, which 
would enable the company to pay off its floating debt and 
leave a balance of about $125,000. The notes are secured 
by $500,000 of first mortgage 5 per cent bonds and $500,000 
of stock of the East Chicago Railway, a link in the Gary 
& Interurban system. 

Idaho Railway, Light & Power Company, Boise, Idaho.— 
According to Receiver W. J. Ferris, a recent decision of 
Judge Dietrich of the United States Circuit Court removes 
all doubt regarding the stability of the Idaho-Oregon Light 
& Power Company and opens the way for the bidding in of 
the property by the bondholders at the forthcoming sale on 
Sept. 80. The judge held that $718,000 of first and refund- 
ing mortgage bonds claimed to be owned by the Idaho Rail- 
way, Light & Power Company were obtained without con- 
sideration. 

Jamestown, Westfield & Northwestern Railroad, James- 
town, N. Y.—The Public Service Commission for the Second 
District of New York recently granted an application to 
change the motive power of the Jamestown, Westfield & 
‘Northwestern Railroad from steam to electricity and to 
issue $100,000 of capital stock, which is to be given to 
3. B. Broadhead and A. W. Broadhead in part payment for 
the properties purchased from the receiver of the James- 
town, Chautauqua & Lake Erie Railway. The order of the 
commission does not consider the question of paying the 
balance to the vendors, said to be $357,500, which it is 
proposed to meet by an issue of mortgage bonds. The 
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commission has approved the lease to the Erie Railroad of 
certain portions of the line and of the freight terminal 
east of Fairmont Avenue in Jamestown and the Falconer 
branch line. The Jamestown, Westfield & Northwestern 
Railroad was formerly the Jamestown, Chautauqua & Lake 
Erie Railway, the sale of which to the Broadhead interests 
was noted in the ELECTRIC RAILWAY JOURNAL of Sept. 1 
and Oct. 25, 1913. These interests also own the Jamestown 
Street Railway and the Chautauqua Traction Company. 
Lethbridge Municipal Railway, Lethbridge, Alta., Can.— 
According to the city auditor’s report, the car earnings of 
the Lethbridge Municipal Railway for 1913 amounted to 
$59,045. The income from advertisements was $1,564, giv- 
ing total receipts of $60,609. Direct operating expenses 
for maintenance and repairs, labor and sundries totaled 
$59,873. To this was added $4,884 for general and mis- 
cellaneous expenses, giving a total of $64,757 for working 
expenses. The net loss in earnings for the year, therefore, 
was $4,148. When this was increased by the addition of 
debenture interest, $14,813, other interest, $4,982, and sink- 
ing fund payments, $6,888, the total deficit for the year 
was $30,831. This compared with the deficit for 1912 of 
$5,176, shows an increase of more than 500 per cent. 


Los Angeles (Cal.) Railway.—A final hearing was re- 
cently held by the California Railroad Commission regard- 
ing the application of the Los Angeles Railway to issue 
$23,544,000 of bonds. The city of Los Angeles is resisting 
the application of the Los Angeles Railway Corporation 
and its subsidiary, the City Railway, to transfer their 
properties to the newly incorporated Los Angeles Railway, 
and the plan of the latter company to issue the above 
mentioned amount of bonds in exchange for the bonds of 
the Los Angeles Railway Corporation and the City Rail- 
way. The main question at issue between the city and the 
railways has been that of the value of the two operating 
lines and the bonds to be issued in accordance therewith. 
The companies assert that the present value of the prop- 
erty is $24,288,400 and the reproductive value $26,030,865; 
while the city estimates $14,782,112 as the present value 
and $19,762,389 as the reproductive value. The question 
of value has finally been submitted to State Railroad Com- 
missioner Edgerton for decision. The plan of financing for 
the new company was described in the ELECTRIC RAILWAY 
JOURNAL of Dec. 13, 1918, and the different valuation fig- 
ures were noted in the issues of Jan. 31 and March 28, 1914. 


Los Angeles & San Diego Beach Railway, San Diego, Cal. 
—The California Railroad Commission has issued a supple- 
mental order authorizing the Los Angeles & San Diego 
Beach Railway to issue two promissory notes, totaling - 
$34,000, to be used in renewing similar notes outstanding. 


New York (N. Y.) Railways.—Theodore P. Shonts, presi- 
dent New York Railways, has issued the following state- 
ment: “The New York Railways has prepared a sum- 
marized statement showing the net income payable as 
interest on the adjustment mortgage bonds for the six 
months ended June 30, 1914, amounting to 1.24 per cent. 
The mortgage provides that such a statement must be 
signed by three-fourths of the directors to be elected by the 
bondholders. The unavoidable absence in Europe of one 
of the directors representing the bondholders, and the re- 
fusal of another to sign the approval, made it necessary. to 
agree with the trustee of the mortgage upon the selection 
of a board of experts to ascertain the income. The directors 
have authorized the necessary procedure and there prob- 
ably will be no delay in the interest payment due Oct. 1.” 


Ocean Shore Railroad, San Francisco, Cal.—The Cali- 
fornia Railroad Commission has issued an order dismissing 
the application of the Ocean Shore Railroad for permission 
to issue $200,000 face value of bonds. The application was 
dismissed at the request of the company. 

Sedalia Light & Traction Company, Sedalia, Mo.—The 
Sedalia Light & Traction Company secured permission on 
Aug. 28 to sell $91,600 of its bonds at 75. 

Utah Light & Railway Company, Salt Lake City, Utah.— 
The Utah Power & Light Company has applied to the Salt 
Lake City Commission for permission to purchase the Utah 
Light & Railway Company, which owns and operates an 
electric railway and electric light and power system in 
Salt Lake City and adjoining towns, as well as a gas, 
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electric and power system in Ogden. This is merely a 
formal step. As noted in the ELEcTRIC. RAILWAY JOURNAL 
of Sept. 5, the Salt Lake Light & Traction Company has 
been incorporated by officials of the Utah Power & Light 
Company to take over the Utah Light & Railway Company, 
and if the plan is successful this new company will own the 
98 per cent interest in the common and preferred stocks 
of the Utah Light & Railway Company, which is now owned 
by the Union Pacific interests through the Oregon Short 
Line. The stockholders of the Utah Light & Railway Com- 
pany are to vote on Sept. 18 on the question of approving 
the sale of their properties. The Utah Power & Light 
Company, the issued stock of which is owned by the Utah 
Securities Company, is to own all the outstanding stock of 
the Salt Lake Light & Traction Company and will finance 
the acquisition of the Utah Light & Railway Company by 
means of its own treasury and securities now on hand. 
The acquisition will give full control of the electric business 
in both Salt Lake City and Ogden to the Utah Power & 
Light Company. 

Warren, Brookfield & Spencer Street Railway, Brookfield, 
Mass.—A report has been filed with the Supreme Court of 
Massachusetts by Frank Paul, master, setting forth $75,000 
as a fair price for the properties of the Warren, Brookfield 
& Spencer Street Railway and recommending that Thomas 
T. Robinson, receiver, be permitted to sell at this price. 
The original price set by the owners was $150,000, and 
three attempts have been made to sell the road at auction. 
The master recommends that the next sale be held on 
Jan. 14. 

Winnipeg (Man.) Electric Railway.—It is stated by 
officials of the Winnipeg Electric Railway that the revenues 
of the company will be materially affected by the industrial 
depression in Canada resulting from the European war. 
At present the effect is most noticeable in the hours when 
the heavy traffic of men to and from work usually keeps 
the cars busy. This patronage is steadily becoming smaller. 
All undertakings which the company has under way will 
be completed, but no new work will be considered until 
financial developments of the future can be clearly seen. 


DIVIDENDS DECLARED 


Arkansas Valley Railway, Light & Power Company, 
Pueblo, Col., quarterly, 1% per cent. 

Brockton & Plymouth Street Railway, Plymouth, Mass., 
3 per cent, preferred. 

Duluth-Superior Traction Company, Duluth, Minn., quar- 
terly, 1 per cent, common; quarterly, 1 per cent, preferred. 

El Paso Electric Company, El Paso, Tex., quarterly, 2% 
per cent, common. 

Federal Light & Traction Company, New York, N. Y., 
quarterly, 1% per cent, preferred. 

Honolulu Rapid Transit & Land Company, Honolulu, 
Hawaii, quarterly, 2 per cent. 

Twin City Rapid Transit Company, Minneapolis, Minn., 
quarterly, 1% per cent, common; quarterly, 154 per cent, 
preferred. 

United Traction & Electric Company, Providence, R. L, 
quarterly, 1% per cent. 


ELECTRIC RAILWAY MONTHLY EARNINGS 
AMERICAN RAILWAYS, PHILADELPHIA, PA. 
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lhe? - 13 2,004,713 *1,066,080 938,632 283,152 655,480 
REPUBLIC RAILWAY & LIGHT COMPANY, NEW YORK, N. Y. 
im., July, 14 $252,949 *$147,745 $105,205 $57,792 $47,413 
es ee "13 258,301 *160,117 98,184 62,936 35,248 
ee © 14 3,088,496 *1,870,794 1,217,703 699,313 518,390 
PAS ri 13 2,877,425 *1,780,517 1,096,908 647,624 449,284 


*Includes taxes. 
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Traffic and Transportation 


SUBURBAN FARE INCREASE 


Railroad Commission of Oregon Grants Application of 
United Railways, Portland, for Suburban Fare Increase 


Holding with the complaint of the company that its 
revenues are not just and adequate, the State Railroad Com- 
mission of Oregon has issued an order increasing the rates 
of the United Railways on its Portland-Linnton line. The 
new rates from Portland, which became effective on Sept. 1, 
compare with the old ones as follows: 


Present New 


Station Miles rate rate 
RSE OMY UL OEM ene rep seh shes ol el ctrecesrs | a, 01g) hel CLC 4.0 0.05 $0.05 
SUA Ta Nae teen et cicce Ue: ei axel ¢ vud-o- sh ofa lasel stedaeee Seen 4.5 .05 .10 
Linnton, Willbridge, Webster, West Oregon 

Lumber Company and intermediate sta- 

ENO aS awetiaters ttctais/.cis loka tens, a-s< 0) ogee dss ener emerae Lot emene 8.7 .05 10 
MERA OP CIN ars ofa sin ei aisle ta 2 Ga said u igh o Ponaeawee eae 10.1 .10 5 
IVIL CIS EC MnRe esis, casks (c?ess cle w osu le: edevtenerelan cee’ 10.5 “5 .20 
PAMETINO MMM toy oi cicts ios doe, 6,.2 ¢0,0. ov el Sageheleenh hele eee 10.8 aL .20 
ET A ERBO TI Rea eravars 's! < iie' e's. oor os Syne OReeenO oom Spal .20 .20 
IRV (Sroll ONO eae <a tn Ora hind 65S 14.8 .25 25 
EUUMRERUCU RES POUL ES cre ania e a: s.ciclsua lta eiel elt ae arene 15.3 ae .30 
EUSA Et a apie aN ok chee es tc o's) sch eca save 0 SSM RSI re mee nae 16.7 .30 .30 
SYREN VSE SU repteelie in) a he: ics (6 0p «cahorsere Je) mobmeyrey GIRS nena te 17.6 13D 35 
MOOT Eh gite feel ce.)61 0 s.'e, 2,9, eine te, ue, Wi ear ch erated ate See 18.4 oe, .40 
ELGG GTP Mitaiaietase es 3) oa: oe oe, be shlaaael are eines enotene 18.9 .40 .40 
NSIC LAIN CY Fe eitanolist ac. 9:-5.'5:ss:'0 lone Ialnvls) ote le fouahant ansrenetae iL ey 45 -45 
ONIN LIE eter cre, <scsvos:o «. 0/9) etene, 2 ele ons eneueee eae 20.5 .45 45 
LUD IS CLIMD ere a evoke: ciiceiss lny-0 hd chahera te Shere amie teeaenenet 21.6 50 50 
ISicimiley ASG) ich: ii i aii come ei Cat ciccco 23.3 46) 595) 
EY a MME Ie se) CyWac'cy 3 oa». 6 si ole aso) 0 Gaeta eee wees, 456 mes .60 
SVSTSUVCARII Aye) oi8).e slicse/esice’ o's, 00 c\ elveicoeieie allerenelalerckanena vate -60 .60 
RSTO My Guava U3. a! euca 's;.0s (0k Sicelfa as erie) lee oom neem 26.8 .65 65 
WAKES DOrO! Bs s.< ss aie 8) Bi apet abel, ves «le Sealant eran 27.8 neu 70 


The increases are largely between Portland and near-by 
stations. Many rates between intermediate stations and 
virtually all rates on the west end of the road remain un- 
changed. or are slightly decreased by a readjustment pro- 
posed by the company. The company has for some time 
issued Saturday to Monday round-trip excursion tickets 
between Portland and stations west of Harborton, and special 
Sunday round-trip tickets from Portland to stations Miller 
to Burlington, inclusive. It also has a thirty-ride family 
commutation ticket between Portland and stations from 
Burlington to Wilkesboro, inclusive, limited to ninety days 
from the date of sale. It is proposed to extend the Satur- 
day to Monday round-trip rates to include all stations, and 
to make certain increases in the special Sunday round-trip 
tickets to make them approximately one and one-third 
times the one-way local fare. It proposes to furnish in lieu 
of the thirty-ride family ticket a fifty-ride individual com- 
mutation ticket, limited to thirty days from date of sale 
between Portland and stations east of and including Tunnel 
Spur. The basis suggested is about 1 cent a mile. It will 
furnish a twenty-five-ride commutation ticket, limited to 
ninety days from date of sale, between Portland and all 
stations, the basis of the charge being 1% cents a mile. 

Regarding the answer of the city of Portland to the 
complaint, in which it sets forth that the franchise of the 
company provides it shall charge 5 cents for each passenger 
over its line in that city, the commission says: 

“The question as to whether the rate of fare named in 
the franchise granted by the County Court of Multnomah 
County to the company was a contractural condition, and 
as to whether the company can or should be allowed to keep 
the consideration granted it, that is, the right-of-way over 
the Portland and St. Helens road, and at the same time 
repudiate the rate of fare named in the franchise from the 
County Court, are judicial and not administrative in nature, 
and are not within the jurisdiction of the commission to 


determine.” 


Permission to increase rates within Portland was not 
asked in the complaint. ie) 
The commission found that the original cost of the 


operating properties of the main system, which does not 
include the Mount Calvary line. rates for which were not 
considered, was approximately $2,756.367. Of this $1.893,- 
448 represents the original cost of the road and general 
expenses of the line between Linnton and Wilkesboro, and 
$731.265 the original cost of the road and general expenses 
east of Linnton. 

To reproduce the operating main line properties of the 
company other than the Mount Calvary line, the commis- 
sion estimates it would cost $2,175,460. The total operat- 
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ing revenue of the company for the fiscal year ended June 
30, 1918, was $123,337,. There were transported during the 
year 704,091 passengers between Portland, Linnton and in- 
termediate stations, the average cost to the company of 
each passenger being 9 2-3 cents.’ There were transported 
during the year on the main line 727,283 passengers at an 
average cost a passenger of 8.81 cents, with revenue de- 
rived of 8.55 a passenger, or 2.6 mills less than cost. 


RAILROAD PASSENGER FARE INCREASES IN NEW 
YORK 


The Public Service Commission of the Second District of . 


New York has included in its bulletin of tariff changes for 
the week ended Sept. 3 the almost universal increase of pas- 
senger mileage rates in the State, to be effective on Oct. 1, 
by the railroads taking advantage of the recommendations 
of the Interstate Commerce Commission in the Eastern 
freight rate cases. Generally speaking, these increases rep- 
resent a change from 2 cents a mile to 2 @ 2% cents a mile 
on all mileage books. The New York Central does not in- 
crease its 2-cent rate, but subjects its mileage books to 
numerous restrictions not heretofore imposed, such as the 
discontinuance of its 500-mile book, and the restriction of 
the use of the 1000-mile book to between points on its own 
lines and those of the West Shore on a journey wholly 
within the State of New York. 

In many instances limits of tickets are changed from 
“Good until used” to “One year from date of sale.” With 
the exception of the Delaware & Hudson Company all mile- 
ages sold prior to Oct. 1 will be honored according to the 
contract under which sold. The Delaware & Hudson Com- 
pany will redeem all mileage unused on Oct. 1 at 2 cents 
per mile. Many minor changes have also been made on 
certain special rates heretofore in vogue. Among the more 
important of these is the discontnuance of the 100-person 
round trip ticket rate much used by theatrical and other 
large parties traveling together. This type of ticket made 
available for a party of 100 or more traveling together a 
round-trip rate of 3 cents a mile, or 1% cents a mile per 
mile actually traveled. The Delaware & Hudson Company 
has almost wholly done away with the practice of selling 
individual round-trip tickets at rates less than the rate for 
two single-way tickets. 

In the case of the trunk line interchangeable 1000-mile 
refund tickets, all roads selling these forms have changed 
the regulations governing the redemption value of the cover 
so as to raise the rate for travel from 2 cents to 2% cents 
a mile. While this form of ticket has never been good 
over the Lake Shore, the New York Central, or the West 
Shore, such tickets sold after Oct. 1 will be honored by 
these roads. 


Near-Side Stop in Belleville—The East St. Louis & 
Suburban Railway, East St. Louis, Ill., on Sept. 1 inaugu- 
rated a near-side stop policy for its cars in Belleville, Ill. 


Freight Right Allowed in Massachusetts.—The Public 


Service Commission of Massachusetts has authorized the 
Bay State Street Railway to act as a common carrier of 
baggage and freight in Dighton. 

Minister Preaches “Safety First.”—The work of the 
Lincoln (Neb.) Traction Company in placing warning signs 
on its cars was praised by Rev. H. H. Heberly, a local 
pastor in that city, who delivered a sermon on “safety first.” 


Berkshire Street Railway Agreement.—An agreement as 
to new working conditions for employees has been signed 
by officials of the Berkshire Street Railway, Pittsfield, Mass., 
and of the men. This contract will expire on June 1, 1915. 


Newsboys a Menace.—The Public Service Commission of 
Maryland has asked its general counsel for an opinion as 
to whether it has authority to exclude newsboys from the 
street cars while selling papers. This action is the result 
of a number of accidents which have occurred recently. 


New Traffic Regulation in Jackson.—New regulations to 
govern street traffic have been adopted by the City Com- 
missioners of Jackson, Miss. A feature of the new regula- 
tions is the provision that automobilists who persist in pass- 
ing street cars which have stopped to take on or discharge 
passengers shall be liable to arrest. 
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Change in Fares on New York State Railways.—The New 
York State Railways, Rochester, N. Y., has amended its 
passenger tariff eliminating collection of any excess fare 
when paid on cars and reducing the fares for the fifty- 
four-trip commutation and forty-six-trip school commuta- 
tion tickets for all distances 5 miles and over. 


Safety Slogans for Employees.—The Utah Light & Rail- 
way Company, Salt Lake City, Utah, has issued an eight- 
page booklet “Safety Slogans for Employees.” The book is 
4 in. wide by 6 in. high and is bound in a heavy paper 
cover. The advice contained in the publication is addressed 
under separate headings to carmen, linemen, station em- 
ployees, shopmen and track employees. 


Electric Railway Hospital Car.—A car ofthe Southern 
Michigan Railway was chartered recently to convey a promi- 
nent resident of South Bend, Ind., to that city from St. 
Joseph, Mich., where he was taken sick suddenly. The car 
was converted into a temporary hospital ward, a doctor 
and nurse being in attendance upon the man as well as the 
members of the family who were with him when he was 
stricken. 


Co-operative Store in Kansas City—Employees of the 
Metropolitan Street Railway, Kansas City, Mo., at the Fif- 
teenth and: Kensington Street carhouse, have organized a 
co-operative store. They have rented a building and are 
selling stock to trainmen. There are 150 trainmen living 
near the carhouse. Employees working at other stations of 
the company are also talking of forming similar organiza- 
tions for the sale of family supplies. 


Discouraging Conversation With Motormen.—The motor- 
men in the employ of the Dubuque (Ia.) Electric Company 
have been furnished with a card which it is intended they 
shall hand to passengers who attempt to engage them in 
conversation while they are on duty. The card reads: 
“The safety of passengers and the operating rules of the 
company forbid that I should carry on conversation with 
a passenger while engaged in the performance of my duty. 
Please help me to observe this rule in both letter and spirit.” 


Louisville Safety Zones Indorsed.—The action of the 


Louisville (Ky.) Railway and the Board of Public Safety - 


in establishing safety zones at busy Louisville corners has 
been indorsed by the directors of the Louisville Commer- 
cial Club, which says: “This device will undoubtedly meet 
with popular approval, both with pedestrian and motorist, 
and will materially aid careless drivers in a more strict 
adherence to the new automobile law which prohibits motor 
vehicles from passing a car stopped at a street corner.” 

Near-Side Stops in Lexington.—In Lexington, Ky., the 
Kentucky Traction & Terminal Company has begun an ex- 
periment by which only the front doors of the street cars 
will be used, the ultimate intention being to close the rear 
entrances. At the same time it was ordered that cars should 
stop on the “near side” at all street intersections and that 
smoking would be permitted only on the inclosed rear plat- 
form. The conductor is posted at the front end, just back 
of the motorman, occupying the position formerly assigned 
to two seats. 

Transfers in Los Angeles.—The public utilities committee 
of the City Council of Los Angeles, Cal., has recommended 
that the petition of the Edendale Improvement Association 
relative to the city taking steps to secure a system of 
universal transfers be referred to the Public Utilities Com- 
mission, in connection with other petitions and communica- 
tions on this subject. The papers will be placed before the 
commission and it is expected that a statement will be sent 
to the Council by President Wright explaining the com- 
mission’s stand on this subject. 


New Experimental Trailer in Kansas City.—The Kansas 
City (Mo.) Railways has remodeled one of its trailers on a 
new plan, with entrance at front. The present trailers have 
the exits at the front end and the entrance at the rear. 
Persons waiting for cars, however, usually congregate at 
the point where the rear end of the motor car stops and 
most of them pile on the crowded motor car rather than 
walk to the rear end of the trailer. The exit of the new 
trailer is next to the entrance and the conductor, standing 
behind a railing on the opposite side of the front end, opens 
and closes that door also. 


SEPTEMBER 12, 1914] 


Effective Measures to Protect Live Stock at Private 
Crossings.—With a view of reducing the liability from acci- 
dent caused by livestock trespassing through private gate- 
ways left open by landowners, the Indianapolis & Louisville 
Traction Railway, Scottsburgh, Ind., mailed a circular letter 
by registered mail in June to all tenants and landowners 
along its lines. Since this letter was sent out an im- 
provement has been noted in the state of repair of gates at 
private crossings and in their being kept closed. In addi- 
tion the company has had several requests for padlocks, 
showing that the property owners are anxious to co-operate 
with the railroad in keeping the gates closed. 


Albany Working Agreement Signed.—The working agree- 
ment between the United Traction Company, Albany, N. Y., 
and its employees on the Albany and Troy divisions has 
been signed by James F. Hamilton, general manager, for 
the company, and Joseph F. McLoughlin and Joseph Droogan 
for the men. No mention of increased wages is made in 
the agreement, as it was decided to await the outcome of 
the arbitration of this question on the properties of the 
New York State Railways. There is a provision in the 
new agreement, however, under which the men will be paid 
for every minute of the time they are on service after leav- 
ing the carhouse. All regular men are to be paid time 
and one-half for overtime. 


Light Signals for Controling Traffic in Cleveland.—An 
electric traffic signal has been installed at East One Hundred 
and Fifth Street and Euclid Avenue, Cleveland, Ohio. 
signal consists of four pairs of red and green lamps 
mounted on the tubular steel trolley poles, controlled from 
an electrically heated police booth placed on the sidewalk 
at the corner. In addition to the control switches for the 
signals, the booth also contains connections with the police 
and fire alarm circuits so that the street may be cleared 
for the rapidly moving emergency vehicles. Bell signals 
ring and red lamps appear in such emergencies. The work 
of developing the signals was done by the Cleveland Con- 
struction Company, and the installation was made by the 
American Traffic Signal Company. 


Service Reduction Question in Cincinnati—On Sept. 4 
W. Kesley Schoepf, president of the Cincinnati (Ohio) Trac- 
tion Company, called at the city hall in person to take up 
with the Mayor and Service Director Fosdick the question 
of reducing the service furnished by the company. He 
handed Mr. Fosdick a letter replying to the communica- 
tion sent him by Mr. Fosdick in which the latter rejected 
the company’s request to be permitted to take off a number 
of cars. Mayor Spiegel stated that he would at once have 
Chief Street Car Inspector Harry Wiesehahn make a de- 
tailed inspection of various lines, supplemental to that 
already made by him. In the meantime, he stated, he would 
permit of no reduction in service beyond that already made. 
This reduction includes the taking off of two cars on the 
College Hill line, two on Colerain Avenue, one on Seventh 
Street and one on Sixth Street. Mr. Schoepf assured the 
Mayor that he would comply with all orders, and would 
restore the service reduced whenever requested. 


Accident Faker Arrested.—The Philadelphia (Pa.) Rapid 
Transit Company has succeeded in apprehending Frank J. 
Marter, twenty-nine years old, of Shermansdale, Pa., who 
tried to victimize the company through a fake accident. 
Marter has several aliases, being known as “Slim Jim,” 
“Moter” and “Jones.” In the confession which he made to 
officers of the Philadelphia Rapid Transit Company, Marter 
acknowledges having mulcted the Brooklyn Rapid Transit 
Company and the New York Railways. He also had a 
* fake claim allowed against Fox’s Fourteenth Street Theater, 
New York, for $500. Terry & Tench, New York, con- 
tractors were victimized for the sum of $300 and other 
companies for similar amounts. In Philadephia Marter pre- 
tended to fall from a train at the Fifth Street Station in 
the subway. He complained to a policeman, but instead of 
going to a hospital asked to be directed to a private phys- 
ician. The following day he presented a claim for $1,500 
damages against the company. It is said that Marter’s 
right arm was broken when he was ten years old and 
that he had the peculiar faculty of throwing his arm out 
of joint at the elbow whenever he so desired. All his 
recent claims for injuries have been on account of this arm. 
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Personal Mention 


Mr. Charles H. Armatage has resigned as traffic manager 
of the United Traction Company, Albany, N. Y. 


Mr. M. H. Pengra, formerly superintendent of the Free- 
port Railway & Light Company, Freeport, Ill., is now in 
business at Eugene, Ore. 


Mr. J. H. Brown has been appointed traffic manager of the 
San Francisco-Oakland Terminal Railways, Oakland, Cal., 
to succeed Mr. F. W. Brown. 


Mr. U. S. Sliter has been placed in charge of the efficiency 
department of the San Francisco-Oakland Terminal Rail- 
ways, Oakland, Cal., to succeed Mr. W. E. Hendley. 


Mr. J. Q. Brown, formerly chief engineer for the San 
Francisco-Oakland Terminal Railways, Oakland, Cal., is 


manager for a new electric power company at Rochester, 
Nev. 


Mr. W. V. Hunt, formerly electrical engineer of the 
British Columbia Electric Railway, Vancouver, B. C., has 
resigned from the company to enter private practice in 
that city. 


Mr. A. Patterson, formerly electrical engineer with the 
Fort Smith Light & Traction Company, Fort Smith, Ark., is 
now general superintendent of the Southwestern Gas & Elec- 
tric Company, with headquarters at Texarkana, Tex. 


Mr. M. V. Knapp, for a number of years superintendent of 
the Pennsylvania Power Company at Ellwood City, Pa., has 
been transferred to the plant of the Mahoning & Shenango 
Valley Railway & Light Company at Youngstown, Ohio. 


Mr. W. R. Alberger, formerly with the San Francisco-Oak- 
land Terminal Railways, Oakland, Cal., has been appointed 
vice-president and general manager of the company to suc- 
ceed Mr. A. W. McLimont, who retires from the company in 
accordance with the changes in the personnel, which are not- 
ed elsewhere in this issue. 


Mr. George B. Tripp, vice-president and general manager 
of the Harrisburg Light & Power Company, Harrisburg, Pa., 
has become operating executive of the United Gas & Electric 
Company, New York City. He still acts as vice-president of 
the Harrisburg company, but has been succeeded by Mr. C. 
M. Kaltwasser as general manager. 

Gen. F. E. Pierce, president of the Connecticut Valley 
Street Railway, Greenfield, Mass., has announced his candi- 
dacy for the Republican nomination of State Treasurer. 
Gen. Pierce had eleven years experience in the First Na- 
tional Bank of Greenfield, leaving that institution to become 
postmaster of Greenfield, which office he conducted for 
twenty years. Since its organization he has been president 
of the Connecticut Valley Street Railway. For more than 
twenty-five years he has served in the Massachusetts Militia, 
retiring a little more than a year ago with the rank of 
major-general. During the Spanish American War he 
commanded Company L of the Second Regiment and had 
a part in the battles of El Caney, San Juan, and Santiago 
de Cuba. For several years he was one of the Armory 
commissioners and is now president of the National Guard 
Association of Massachusetts. 


OBITUARY 


Frank A. Schwertner, of the Berger Manufacturing Com- 
pany, Canton, Ohio, is dead. 

Thomas E. Hughes, manager of the Philadelphia office 
of the Standard Underground Cable Company, died at his 
residence in Atlantic City, N. J., on Aug. 27. Mr. Hughes 
had long represented the Standard company throughout its 
Atlantic coast territory from Philadelphia south, and for 
the past seventeen years had been manager of its Eastern 
and Southeastern branch office sales department at Phila- 
delphia. Mr. Hughes, while about to return from a visit to 
Bermuda for his health in the spring of 1913, suffered a 
stroke of paralysis from which he recovered sufficiently less 
than a year later partly to resume his regular duties. 
Prior to this connection with the Standard company, Mr. 
Hughes was connected with John A. Roebling Sons Com- 
pany at Trenton and Scranton, and with the Washburn & 
Moen Manufacturing Company at Worcester, Mass., and 
Pittsburgh. He leaves a widow and two daughters. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 
ported. 
RECENT INCORPORATIONS 


*Hamlin & Guyandotte Railroad, Hamlin, W. Va.— 
Chartered in West Virginia to build an electric railway 
from Hamlin to West Hamlin, 5 miles. Capital stock, 
$50,000. Incorporators: L. R. Sweetland, J. S. Pridemore, 
L. M. Thacker and A. F. Morris, Hamlin; J. W. Dingess, 
Huntington, and George E. McComas, Milton, W. Va. 


FRANCHISES 


Los Angeles, Cal—The Mayor and Council have author- 
ized the Board of Harbor Commissioners to construct a 
single or double track railway from a point of connection 
with the tracks of the Pacific Electric Railway, northerly of 
Seventh Street, Wilmington, in the city of Los Angeles, and 
extending thence southerly across Seventh Street and along 
McFarland Street, to the intersection of McFarland Street 
with the northerly line of Tide Land Location No. 153. 


Murphysboro, Ill—The Murphysboro & Southern Illinois 
Railway has asked the Council for a thirty-year franchise 
on East Walnut Street, Twenty-second Street and Logan 
Street in Murphysboro. 

*Hopkinsville, Ky.—R. E. Cooper, Hopkinsville, has re- 
ceived a twenty-year franchise from the Council in Hop- 
kinsville. 

Methuen, Mass.—The Massachusetts Northwestern Street 
Railway has asked the Council for a franchise to relocate its 
tracks on Jackson Street in Methuen. 


Portland, Ore.—An ordinance has been presented to the 
Council on request of the Portland Railway, Light & Power 
Company relieving the company from the requirements in 
its franchise to build a double-track railway on Twenty- 
sixth Street, from Thurman to Upshur, Upshur Street, from 
Twenty- fifth to Twenty-seventh, and Twenty-fifth Street, 
from Thurman to Upshur. These portions of streets are 
to be paved, and the company desires to lay only single 
tracks. Commissioner Daly has recommended that the ordi- 
nance be passed providing the company pays for the paving 
of the street which would be covered by a double track. 
It is understood the company has consented to do this. 


Portland, Ore.—The franchise of the Portland & Oregon 
City Electric Railway will come up for final action in the 
Council about Sept. 15. The grant will allow the company 
the use of the streets in the southeast section of Portland 
and through a part of the downtown business district. It 
is proposed to run the cars into Portland along Tacoma 
Avenue. A provision of this proposed ordinance gives the 
city the right to order the company to change the location 
of its tracks whenever the city deems it necessary. This is 
_the first time such a provision was ever contained in a grant 
for the use of streets. 


‘Three Rivers, Que—The Three Rivers Traction Company 
has asked the Council for a franchise to build an electric 
railway in Three Rivers. [E. R. J., Aug. 1, 714.] 


Salt Lake City, Utah—The Utah Light & Railway Com- 
pany has received a franchise from the Council for a line 
from its terminus at Thirteenth Street East and Fifth Street 
‘South to connect with its line at Thirteenth Street East and 
Seventh Street South in Salt Lake City. 


TRACK AND ROADWAY 


Medicine Hat, Alta—The Montreal Engineering Com- 
pany having failed to carry out its agreement for the 
building of an electric railway in Medicine Hat, the agree- 
ment will in all probability fall through, and the company 
will be called upon to compensate the city for its failure 
to comply with the terms of the document. . An extension 
of time for carrying out the agreement was granted to the 
company, but proceedings were taken against the Council 
to have the extension set aside, on the ground that it could 
not be valid without a by-law having been passed by the 
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ratepayers. The action was finally defeated on technica] 
grounds. The City Council is now negotiating with an 
Ottawa syndicate respecting the building of an electric 
railway under practically the same agreement as that made 
with the Montreal Engineering Company, and that a by-law 
granting a franchise will be submitted to the ratepayers at 
an early date. 


British Columbia Electric Railway, Vancouver, B. C.— 
This company has been asked to extend its lines on Fifty- 
fifth Avenue between Victor Road and Kerr Road in Van- 
couver. A contract is reported awarded to M. J. Coughlan 
& Sons for the erection of a steel bridge across False Creek 
at Kitsilano, on the Eburne line,.to replace ee pee 
wooden trestle, Vancouver, B. C. 


Los Angeles (Cal.) Railway.—Right-of-way He been se- 
cured by this company for its proposed line through 
Schuetzen Park in Los Angeles. 


Pacific Electric Railway, Los Angeles, Cal.Work has 
been begun by this company laying new track on North 
Lake Avenue in Pasadena. Rather than pay for the paving 
on both sides of its private right-of-way on Las Tunas 
Drive in San Gabriel this company has notified the City 
Council that it will abandon its line on that street and turn 
over the strip of land owned by it to the city. 


San Francisco, Cal.—The Board of Public Works has 
awarded the contract to Eaton & Smith for the construc- 
tion of the municipal railway on Stockton Street from Sut- 
ter to Sacramento Street, this part of the line having been 
delayed to await the completion of the Stockton Street tun- 
nel. 

Murphysboro & Southern Illinois Railway, Murphysboro, 
Ill.—Within the next three weeks this company plans to 
begin work on its 8-mile electric railway between Murphys- 
boro and Carbondale. Its power station and repair shops 
will be located at Murphysboro and it will furnish power 
for lighting purposes. Capital stock, authorized, $250,000. 
Officers: A. B. Minton, Murphysboro, president; C. H. 
Clay, 771 Clanton Street, Los Angeles, Cal., vice-president; 
W. C.. Alexander, Murphysboro, secretary, and John G. 
Hardy, Murphysboro, treasurer. [H. R. J., July 18, 714.] 

Taylorville Railway, Light & Power Company, Taylor- 
ville, Ill—This company has surrendered its charter and 
dissolved. 


Evansville, Chrisney & Eastern Railway, Evansville, Ind. 
—Plans are being made by this company to begin work 
within the next six weeks on its line from Boonville to 
Chrisney, Ind. Later on this line will be extended to Louis- 
ville, Ky., through Cannelton and Corydon, Ind. J. P. Chris- 
ney, ’ president. [E. R. J., Aug. 15, ’14.] 


Davenport & Muscatine Railway, Davenport, Ia.—During 
the next few weeks this company will award contracts to 
replace 8725 ft. of old track with new 70-lb. T-rails, new 
oak ties, rock ballast and 5-in. concrete brick face. 


Keokuk (la.) Electric Company.—Work has been begun 
on the extension through the new McKinley Avenue district 
in Keokuk. 


Hutchinson & Northern Railway, Hutchinson, Kan.—Plans 
are being considered by this company to build an electric 
line from Hutchinson east to Burrton and possibly Hal- 
stead, where connection will be made with the lines te 
Wichita. George Theis, Jr., president. [E. R. J., July 
25, 714.) : 

Union Traction Company, Independence, Kan.—This com- 


pany has placed in operation its new Coffeyville-Nowata—— 


interurban line between Coffeyville and Howden, Okla. 


Consolidated Street Railway, Strong City, Kan.—During 
the next three weeks this company will be in the market 
for ten or fifteen tons of 45-lb. rails. 


Arkansas Valley Interurban Railway, Wichita, Kan.—Ar- 
rangements have been completed by this company for the 
extension from Halstead to Hutchinson, Kan., connecting 
with the electric interurban systems out of Wichita. It is 
planned to use the tracks of the Hutchinson Street Railway 
into Hutchinson. 

Springfield (Mass.) Street Railway. The State Pubhe 
Service Commission has issued three orders on the petition 
of this company for certificates preliminary to operation 
of sections of its railway in Springfield and Westfield. 
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Kansas City (Mo.) Railways.—Work has been started on 
the extension of the Prospect Avenue line of the railway 
northward from Fifteenth Street, and new tracks and rout- 
ing will afford service to a large territory now inadequately 
supplied with tracks and cars. The new tracks will cross 
several east-and-west lines, and furnish a crosstown service 
to a considerable area. The board of control authorized 
the improvement, which will cost about $140,000. 


Carbon & Stillwater Electric Railway, Red Lodge, Mont.— 
Preliminary arrangements are being made by this company 
to build its electric line between Red Lodge and Columbus, 
a distance of 40 miles. William Larkin, Red Lodge, is in- 
terested. [E.R. J., March 28, ’14.] 


Red Lodge (Mont.) Electric Railway.—This company, 
which plans to build an electric railway between Red Lodge, 
Washoe and Bear Creek, is still in the promotion stage. 
C. C. Bowlen, president. [E. R. J., March 21, 714.] 


St. Johns (N. B.) Railway.—Plans are being considered 
by this company to extend its line through the Glen Falls 
subdivision as far as Manor House, St. Johns, N. B. 


Poughkeepsie City & Wappingers Falls Electric Railway, 
Poughkeepsie, N. Y.—Work has been begun by this com- 
pany on the construction of 2200 ft. of single track rock 
foundation with 7-ft., 70-lb. T-rails through certain streets 
in Poughkeepsie, replacing the 4-ft., 60-lb. T-rails. 


Berlin & Northern Railway, Berlin, Ont.—Plans are being 
made by this company to extend its line from Bridgeport to 
Bloomingdale, Ont. 


London & Lake Erie Railway & Transportation Company, 
London, Ont.—W. N. Warburton, general manager, stated 
that the company had in view a number of extensions 
of its lines, one being from London to Stratford, and that 
the company did not propose to ask for a franchise for city 
lines, but simply an entrance for a radial line, with a 
terminus at the Grand Trunk Railway station. 


Port Arthur (Ont.) Street Railway.—A by-law was sub- 
mitted recently authorizing the expenditure of $33,500 for 
street railway extensions. 


Toronto Suburban Street Railway, Toronto Junction, Ont. 
—cConstruction was resumed by this company on the section 
of the Lambton-Guelph line between Lambton and Islington 
on Aug. 4. ; 


Philadelphia (Pa.) Rapid Transit Company.—Work has 
been begun by this company laying new track on Chester 
Avenue, between Forty-ninth and Forty-second Streets in 
Philadelphia. 


Hull (Que.) Electric Railway.—Plans are being made by 
this company to improve its lines in Hull, 


Knoxville Railway & Light Company, Knoxville, Tenn.— 
This company is laying brick on Gay Street between its 
tracks from Commerce Avenue to the Southern Railway 
tracks in Knoxville. 


Nashville, Tenn.—By an-agreement with the Nashville 
Railway & Light Company, the City Commissioners have 
perfected plans for converting West End Avenue into a 
boulevard, with a broad parked space through which the 
tracks of the railway will pass, ornamental iron standards 
being erected to replace the trolley poles which are now in 
use along the thoroughfare. The cost, which will include 
condemning property on each side of the present roadway 
for a certain distance, will amount to about $42,000, and 
the city and railway company will share it equally. 


*Nashville, Tenn.—Extension of the interurban line pro- 
jected from Nashville to Springfield, Tenn., into Kentucky, 
was announced as a part of the program of the promoters 
of the line at a recent meeting of the board of governors of 
the Nashville Commercial Club. The meeting was held to 
consider a proposition that the club endorse a subscription 
of $200,000 by Davidson County. The subscription would di- 
vide $200,000 of 6 per cent preferred stock among the 
subscribers. H. H. Mayberry is at the head of the new 
project. 

*Castroville, Tex.—Surveys are being made to build an 
electric railway to connect Castroville, San Antonio and 
Medina Lake. Subscriptions to the bonus list as well as 
the right-of-way are being solicited and meeting with great 
encouragement. 
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East Dallas, Tex.—Plans are being made to begin work 
at once on the electric railway along Parry Avenue from 
Kentucky Street to Carroll Avenue, and on Banks Street, 
ending at Henderson Avenue. This line will extend through 
the East Side in Dallas. John T. Jones, Dallas, is inter- 
ested. [E. R. J., Aug. 29, 14.] 


Greenville, Whitewright & Northern Traction Company, 
Greenville, Tex.—This company has changed its name to 
Greenville Northwestern Railway and plans to build an elec- 
tric line from Greenville to Merrit and also from Greenville 
to Blue Ridge, Westminster and Anna and thence to Denton 
and Gainesville, Tex. A line from Westminster via White- 
wright to Bonham is also planned. A. R. Nicholson, Green- 
ville, president. [E. R. J., June 29, ’12.] 

*Glen Rose & Walnut Springs Railway, Walnut Springs, 
Tex.—Grading has been completed and 1 mile of track has 
been laid by this company on its 14-mile line between Wal- 
nut Springs and Glen Rose.. J. H. Farr, Walnut Springs, is 
interested. 

Wisconsin Valley Electric Railway, Madison, Wis.—This 
company, which was organized in 1907 to build an electric 
railway from Grand Rapids to Stevens Point, has filed a 
notice of dissolution in the office of the Secretary of State. 
The company was capitalized at $25,000. The proposed line 
was not built. Henry F. Whitcomb, vice-president. 


SHOPS AND BUILDINGS 


British Columbia Electric Railway, Vancouver, B. C.— 
Work has been begun by this company in its new carhouses 
at Fourteenth Avenue and Main Street in Vancouver. 

Northern Electric Railway, Chico, Cal—Plans are being 
made by this company to build a new depot upon the north- 
west corner of the company’s depot yards at the corner of 
Myers Street and Robinson Street in Oroville. The structure 
will be of wood, and it is expected that work will be begun 
within the next three months. 

Toronto (Ont.) Civic Car Lines.—Plans have been pre- 
pared for the erection of a new carhouse at Hillingdon 
Avenue on the Danforth line in Toronto. The building will 
probably be 198 ft. x 199 ft., of brick and terra cotta on a 
steel framework. It will contain six tracks, and the offices 
will be in the wing at the rear end. Work is to be begun at 
The cost is estimated to be about $25,000. 

Portland Railway, Light & Power Company, Portland, 
Ore.—The Milwaukee Commercial Club has petitioned this 
company to build an additional station on Washington Street 
in Milwaukee. 

Austin (Tex.) Street Railway.—This company has moved 
its offices from the second floor of 113 West Sixth Street to 
the basement of 600 Congress Avenue in Austin. 

Seattle (Wash.) Municipal Street Railway.—The Board 
of Public Works has awarded a contract to J. E. Crequer, 
Seattle, for the erection of a one-story carhouse for the 
Seattle Municipal Railway on the Lake Burien line. 

Spokane & Inland Railway, Spokane, Wash.—Contracts 
have been awarded by this company to I. Abraham, Spokane, 
to build a new depot in Spokane. 


POWER HOUSES AND SUBSTATIONS 


Winona Interurban Railway, Warsaw, Ind.—This com- 
pany has purchased from the Westinghouse Machine Com- 
pany four Roney stokers for use in its boiler room of four 
300-hp boilers at Winona Lake. 

Maryland Electric Railway, Baltimore, Md.—This com- 
pany will place in operation new substation equipment pur- 
chased from the General Electric Company consisting of a 
2000-kw rotary converter, three 750-kva transformers and 
switchboard. 

Mahoning & Shenango Railway & Light Company, 
Youngstown, Ohio.—This company’s substation in Lowell- 
ville was destroyed by fire on Sept. 2. 

Nashville Railway & Light Company, Nashville, Tenn.— 
This company has placed an order with the General Electric 
Company for a 6000-kva cooled transformer, switches and 
accessories for its power plant in Nashville. 

Greenville & Northwestern Railway, Greenville, Tex.— 
Plans for the construction of a new power plant in Green- 
ville are well under way. 
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Manufactures and Supplies 


ROLLING STOCK 


Winona Interurban Railway, Warsaw, Ind., expects to 
purchase one freight car body for express and freight 
service. 


Devil’s Lake & Chautauqua Electric Line, Devil’s Lake, 
N. D., expects to purchase one storage-battery car about 
March 1, 1915. 


Portland, Eugene & Eastern Railway, Portland, Ore., has 
ordered one electric locomotive for operation on its branch 
between Oswego and the paper mills of Oregon City, Ore. 


Port Arthur (Ont.) Street Railway has been authorized 
in a by-law passed by the rate payers of Port Arthur to 
purchase at least four new street cars at a cost of $22,000. 


Santiago (Cuba) Tramways reports that it has not recent- 
ly ordered rolling stock from any car builder as it constructs 
all its cars in its own shops, of special wood grown in Cuba. 


Boston (Mass.) Elevated Railway, noted in the ELECTRIC 
RAILWAY JOURNAL of Aug. 22 as expecting to purchase 
thirty-seven center-section bodies for articulated cars, has 
ordered this equipment from the Laconia Gar Company. 


Winnipeg (Man.) Electric Railway will adapt its entire 
stock of cars for pay-as-you-enter service. City Traffic 
Supervisor Lewis reported to the Board of Control on Aug. 
1 that this would necessarily take some time. There were 
on that date thirty-three pay-as-you-enter cars in opera- 
tion in the city. 

London (Ont.) Street Railway has ordered four single- 
truck pay-as-you-enter cars from the Preston Car & 
Coach Company, similar to those ordered last year and 
added to the company’s equipment during this year. The 
company has also decided to remodel four large open cars 
so that they will be suitable for winter service, and yet be 
convertible to open cars at a small expense. It has also 
been decided to remodel the older cars to the pay-as-you- 
enter system as rapidly as they can be spared from the 
service. 

TRADE NOTES 


Pyrene Manufacturing Company, New York, N. Y., has 
appointed C. L. Allen, formerly automobile sales manager, 
as general sales manager of the company. 


Rooke Automatic Register Company, Providence, R. I., 
reports the recent installation of its system of fare collec- 
tion on all cars operated by the Lehigh Traction Company, 
Hazelton, Pa., and the Monmouth (N. J.) County Electric 
Company. 

Frank F. Fowle, consulting engineer, New York, was re- 
cently appointed one of the receivers of the Central Union 
Telephone Company, with headquarters in Chicago, and was 
obliged for this reason to close his New York office as con- 
sulting engineer at 68 Maiden Lane and move his head- 
quarters to Chicago. The Central Union Telephone Com- 
pany extends over Ohio, Indiana and Illinois, and the execu- 
tive duties in connection with this system require practically 
the entire time of Mr. Fowle for the present. He intends 
to resume his work in consulting engineering after the con- 
clusion of his duties as receiver. 


General Electric Company, Schenectady, N. Y., has re- 
cently received the following orders for electrical equipment: 
Morris County Traction Company, ten GE-200, 40-hp, 
four-motor car equipments; Connecticut Company, twenty 
Type MK, double-end control equipments; Steubenville & 
East Liverpool Railway & Light Company, four GE-200, 
40-hp, four-motor car equipments with MK-control equip- 
ments, and air-brake equipments with CP-27 compressors; 
Pier Railway, four GE-200, 40-hp, two-motor car equip- 
ments; Southern Traction Company, eleven GE-203, 50-hp, 
two-motor equipments; Mahoning & Shenango Railway & 
Light Company, forty GE-247, 30-hp railway motors and 
ten emergency straight air-brake equipments; Portland, 
Eugene & Eastern Railway, three GE-205, 110-hp, 1500-volt, 
four-motor equipments; Third Avenue Railway, fifty GE- 
247, 30-hp railway motors; San Antonio (Tex.) Traction 
Company, eleven GE-200, 40-hp, four-motor car equip- 
ments; Sacramento Electric, Gas & Railway Company, 
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eight GE-203, 50-hp, two-motor car equipments with K-36 
controllers. 


ADVERTISING LITERATURE 


Prepayment Car Sales Company, New York, N. Y., has 
issued a folder entitled “Royalty.” 


Drew Electric & Manufacturing Company, Indianapolis, 
Ind., has issued a sheet which lists its various. kinds of 
line material. 


Transmission Engineering Company, Pittsburgh, Pa., has 
issued a folder describing its weatherproof oil circuit 
breaker for 2500 volts. 


American Blower Company, Detroit, Mich., has issued 
Bulletin No. 27 describing an installation of its system of 
heating and ventilation. 


Oakley Chemical Company, New York, N. Y., has issued 
a catalog describing its cleansing product, “Oakite” for use 
in cleaning cars and locomotives. 


Canton Foundry & Machine Company, Canton, Ohio, has 
issued a folder describing its new portable floor crane and 
hoist for heavy lifting in car and repair shops. 


Roto Company, Hartford, Conn., has issued a series of 
catalogs describing its Roto tube cleaners. Catalog No. 41 
describes boiler tube cleaners driven by air or steam; No. 42, 
water driven cleaners; No. 43, cutter heads for boiler tube 
cleaners; No. 45, safety tube cleaners for fuel economizers; 
No. 48, condenser tube cleaners for copper tubes. 


National Scale Company, Chicopee Falls, Mass., has issued 
a folder describing its Multicall, a code-calling system used 
with or without a telephone system, by which instant com- 
munication may be obtained with any one in a business es- 
tablishment without disturbing or annoying delays to disin- 
terested parties, thus eliminating the daily waste of minutes 
that accumulate in many lost hours yearly in an effort to lo- 
cate some one in the plant. 


Chandler Brothers & Company, Philadelphia, Pa., have 
recently issued a special letter containing general financial 
information regarding the General Electric Company. A 
résumé is given of the company’s history from the stand- — 
point of intercorporate relations and physical growth, anda 
discussion is presented commending the company on its 
policy in regard to earnings and dividends. At the end of 
the letter there is a statistical summary showing, among 
other features, approximate dividend dates, a comparative 
table of annual reports and general balance sheets, and a 
list of high and low stock prices. 


American Engineering Company, Philadelphia, Pa., has 
issued a handsomely colored catalog on its gravity under- 
feed stokers. In the case of these stokers coal is fed beneath 
the burning fuel instead of upon it, as with the hand-fired 
furnace or natural draft stokers. The fuel bed is inclined 
and the refuse from the fuel flows automatically out of 
the ignition zone as soon as released from the carbon. 
The catalog describes the design and operation of the 
stoker and shows its results in labor economy, low main- 
tenance, smokelessness, fuel saving, overload capacity and 
flexibility. A number of large illustrations show repre- 
sentative installations, among which aré included those of 
the Boston (Mass.) Elevated Railway, Northern Ohio Trac- 
tion & Light Company, New York, New Haven & Hartford 
Railroad and Elmira (N. Y.) Water, Light & Railroad 
Company. 

Universal Lubricating Company, Cleveland, Ohio, has is- 
sued a folder describing its lubricant “Tulc,” adapted for use 
in connection with roller and ball bearings, compression cups 
and air compressers, hydraulic presses and pumps, arma- 
ture and motor axle bearings, trolley wheels, cranes, hoists, 
and conveying machinery, jacks, air brakes and pneumatic 
tools. This material is a petroleum product carrying suffi- 
cient pure, fatty substance to make it a suitable lubricant on 
bearings carrying either heavy or light loads and under con- 
ditions of extreme heat or cold. This substance is said to 
contain the advantages of both oil and grease as a lubricant 
by eliminating the wastefulness of running oil and the ne- 
cessity of becoming heated before lubricating qualities are 
available, as in the case of grease. The manufacturer as- 
serts that this lubricant will not harden or gum and that it 
leaves no residue, contains no acid or filler, will not corrode 
metal or grow rancid, and that it prevents rust. Tt 


69 


ELECTRIC RAILWAY JOURNAL 


SEPTEMBER 12, 1914] 


‘Vd ‘VIHdTACV IIHd “ANVdWNOD Tilad “D f AHL 


‘d] 0OF¢z Afeyeutrxoidde ‘s1ojOur YT JYyRIOM 
“q] OOO'S| AfoyeWTxoidde ‘sIO}OUL JNOY}AN JUSIOM SUL p 
VY] ‘preog Ao][oy JIoAO }YUsIOy “ulZ-] 9‘ L euryyeoys 
IO9AO U}JPIM “Ul SY LZ ‘sioduing IOoAO UJeUS] “UI Q 
YY Cz ‘APOg JOAO YJSUST ‘SAMO][O} SC OIE SJUSUTSINSPOUL 
PILPUrICG ‘s[Ie}oOPp Ul ATUO IOYJO OY} WOIJ SIofjip Jo 
-dooMs UIOOIG-JOYS Oy} ‘SUIOOIg 9} JO YSU] oY} WOT 
apisy “yeyus UsANp-Iojour 2 WOT SuLIees JOoyooIds 
pue ureyo Ag poyeiedo oie sulooIq oY] “Ye ou} 
JO AIA IRZID e 10}L19dO SY} SATS O} Po}eDOT ATPUSTUSA 


SdaddIMS MONS GAYVANVIS Tilda 


-UOD OIL SUIOOIG 3} SUNIOMO] PUP BUISTeI IO} SOOM 
puey oy] ‘SpUe JaMOT] oy} Je Poeoeig ATUL oe PUP 
‘soyerd [Is Joos AAPoYy AG PoOoIOJUTOI oe YSTYA SifIs 
IED 3Yy} YBNOIY) Pe}[og AJTeINdes oie sjoyOeIg IoNIeD 
asoy], “Surumuef 10 SuNyy Jo Ayyigissod Aue sepnyooid 
YoIyM JOUURUT B Ul POSURE Ie SOXOG jeuimof yeys 
oy} pure sjoyORIG [eo}s AAPOY Ag polled oie s}jeys 
UIOOIg SUL “OPIS YDeo UO YON OY} Splsyno Soeyoul 
UseNNo} pus}Xo pue sBSuOoT oie UoOHeNsNi[! sy} UI 
UAMOYS VSOU} ‘WOyUs IO SUC] Joyu}Ie og ABUI SUIOOIG SU], 


70 ELECTRIC RAILWAY JOURNAL [SEPTEMBER 12, 1914 


The G-E 242 Ventilated Railway Motor 


A Large Repeat Order 
From Chicago 


Last May, one hundred equipments of G-E: 242 Ventilated 
Railway motors, air brakes and controllers were placed in service 
on the lines of the Chicago Railways Company. 

Three months later the General Electric Company received 
a second order, covering 228 equipments as follows: _ 

456 G-E 242-55-65 H.P. Ventilated railway motors with tap 
held control. 

456 K-51 Controllers with rheostats, circuit breakers and 
other control devices. 

228 Straight air brake equipments with CP27-B compressors. 

Large repeat orders are significant indications of the ster- 
ling qualities of G-E equipments. The G-E ventilation idea has 
become standard on many roads—both large and small. It may 
interest you to know what these equipments are doing on near- 
by roads. Information gladly furnished from our nearest office. 


General Electric Company 
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